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CHAPTER L 

GENERAL REVIEW. 

1. Introduction. — The Annual Report of the Railway Board on 
Tndian Railways is prepared for the financial year as reckoned from the 1st 
.April in one year to the 31st March in the succeeding year and is published 
in two volumes. 

Volume I reviews the general administration, financial results of the 
working of railways, important developments occurring during the year, and 
various aspects connected with railway management and operation. Such 
matters^ as the construction of new railway lines and rolling stock, improve- 
ments in and additions to the methods of transportation, establishment 
matters such as the recruitment and training of staff and measures adopted 
to ameliorate the conditions of living and the welfare of the staff and other 
matters of public interest, are commented upon. 

Volume II is a compilation of financial and statistical summaries and 
statements covering the main heads of the capital and revenue accounts and 
exliibiting statistics connected with the various aspects of railway working. 

2. Monsoon conditions and agricultural results. — As the Indian 
Railwaj^s derive a considerable proportion of their earnings from the tran.s- 
port of the exportable surplus of the staple commodities of the country, the 
output of which largely depends upon the prevalence or otherudse of the 
monsoon during appropriate seasons of the year, a few remaiics about the 
incidence of the monsoon and its effect on the yield of the commodities will 
not be out of place. The monsoon of 1933, which started a little earlier than 
usual, was well distributed and was generally in excess of the normal. 
Averaged over the plains of India, the total rainfall during the monsoon 
period was 14 per cent, above the normal. During the period of the with- 
drawal of the monsoon, rainfall was defective in the Punjab, the North-West 
Frontier Province, Sind and north-east India. Taking the ynar as a whole, 
the rainfall was al30ve the average in most parts of the country. 

The season may, on the whole, be regarded as fairly good from the 
agricultural stand-point, although crops were damaged in some places by 
excessive rains, cold and frost. The outturn of rice, although it fell short 
.of the last year’s good crop, was satisfactory, particularly in Burma where 
the yield was 5 per cent, better than last year. The sugarcane crop pceeded 
the previous year’s record yield by 8 per cent. The outturn of jute and 
.cotton increased by 12 and 7 per cent., respectively, as compared with the 
previous year. In 1933-34 the output of groundnut recorded an increase 
while that of sesamum and castor seed showed a slight falling off as compared 
with the previous year. The wheat crop of 1932-33 — ^vRicli was mostly 
moved during the year imder review — ^^vas 5 per cent, more than in the pre- 
. ceding season. The production of rape (mustard) crops of 1932-33 showed 
an increase of 2 per cent, while that of linseed fell by 2 per cent, as compared 
with the preceding season. , 

3. The year under review is the first year to show some signs of re- 
covery since the worldwide depression had begun to affect Railways. The 
earnings of State-owned lines increased from Rs. 84 crores in 1932-33 to 
Rs. 86 crores in 1933-34 but the net result of the j’ear’s working was a loss 
.of about eight crores No contribution could therefore be made to general 
revenues during the year. 

The earnings from passenger traffic on all railways decreased from 31’3 
crores to 30-1 crores, consequent on 12 millions less passengers being carried : 
the aggregate distance travelled by passengers also having decreased by 466 
million miles. 

Goods traffic showed an appreciable improvement ; the total tonnage 
• carried having increased from 70’6 million tons in the previous year to 76'5 
million tons in 1933-34. The net ton miles also increased from 1'7,203 million 
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ton miles to 18,707 million ton miles. Earnings from goods traffic conse- 
quently increased from 56-89 crores in -1932-33 to 61-58 crores in 1933-34. 
There was, however, a slight decrease, f.e., 6-32 pies as against 6-35 pies in 
1932-33 in the average yield per ton per mile for all commodities. 

4. Increased mileage. — ^During the year 12 new miles -were opened 
for traffic, but due to realignment the net addition to the mileage of railways 
was 9, of which 2 were State-owmed. The total route mileage at the end of 
the year was 42,953. In addition there were 50 miles under construction 
on 31st March 1934. 

5. Bailways and the Legislature. — Judging from the nmnber of 
questions asked in the Legislative Assembly and the Council of State, it would 
ajipear that the members of the Indian Legislature continued, as in the past, 
to take an increasing interest in the working of the Railway Department. 
Out of a total number of 3,572 questions asked in both Houses during the 
year 1933-34, 1,051 or 29'4 per cent, related purely to railway matters as 
compared with 24‘4 per cent, dui-ing the previous year. 

In addition to this large number of questions, four resolutions also came 
up for discussion — one in the Legislative Assembly and three in the Council 
of State. A bill was also passed amending the Indian Railways Act so as 
to give certain railways additional power to provide and maintain transport 
services, , 

(i) The first resolution which had reference to the reduction of railway 
freight rates for wheat from the Punjab was moved in the Council of State 
on the 4th September 1933. The mover stated that there were large stocks 
of wheat available and if freight rates were reduced it would encourage 
movements to Bengal and Madras. The Chief Commissioner of Raihyays 
explained that, in their present financial condition. Railways were not in a 
position to make any general reduction in freights, but that Railways were 
constantly examining such matters and had made reductions -ft'herever there 
was a reasonable possibility of reduced rates attracting additional traffic. 
The resolution was withdrawn. 

(ii) The second resolution which had reference to the grievances of the 
travelling public on the Assam Bengal Railway was moved in tlie Legislative 
Assembly on the 7th September 1933 and the discussion thereon ivas continued 
on the 30th January 1934. The mover’s main point was that considerable 
inconvenience was experienced by the absence of raised platforms, waiting^ 
sheds at stations and door handles on the inside of carriages. He suggested 
that the flooding of the Chargola and'Longai Valleys was due to the railway 
embankments. Other non-official members sujjporting the resolution referred 
to certain other points. The Honourable Member for Commerce and Railways 
in replying to the debate stated that the comjilaint about the low level platforms 
could only be attended to when the finances of the Railway Company improved. 
He also pointed out that the Assam Plood Enquiry Committee ajipointed in 
1929 did not attribute the flooding of the Chargola "and Longai Valleys to the 
railway in any way interfering with the flow of water. The Railway Depart- 
ment was always anxious to do what they could to relieve the. inconveniences 
of the travelling public and if the resolution was withdrawn he would for- 
ward a copy of the debate to the Agent, Assam Bengal Raihvay, and see what 
action could be taken on receipt of the Agent’s report. The mover replied 
that these grievances had been discussed in the Assam Legislative Council 
where it was stated that the railways were a central subject and therefore 
no action could be taken by that Council. He had also addressed local rail- 
way authorities but without success, and the only remedy left to him ivas to 
move the resolution. The resolution Avas carried. 

(iii) The third resolution was moA’ed in the Council of State by the 
Honourable Mr. Hossain Imam regarding the formation of a committee of 
experts and members of the Central Legislature for each of the State-managed 
railways separately to investigate into and report on measures of economy. 
He said that the object of moAung his resolution Avas to concentrate the atten- 
tion of the Government and the Public on the conditions prcA-ailing on the rail- 


GEXERAL REVIEW. 


3 


ways. There had been a Sub-Committee of the Retrenchment Committee of 
1931 for Railways, but tlie results of their investigations appeared to be 
meagre as tliey had not made a thorough investigation. Moreover tlie Railway 
Board’s latest Administration Report mentioned little or nothing of what 
was going on or Avhat had been done since 1931. Railways were being laiu 
extravagantly as was shown by their excessive capital expenditure since 
1924. Mr. Pope’s investigations seemed confined rather to methods of opera- 
tion than to staff. He also claimed that nothing was being done to pool all 
the resources of railways in the way that Avagons ivere pooled. Raihvays 
were, in effect, being mismanaged and were not paying any contribution to 
general revenues. 

The Honourable ]\Ir. Ghosh Maulik in opposing the resolution on the 
ground of the expense involved stated that the reason railways were contri- 
buting nothing to general rermnues Avas due to general depression and possibly 
to motor competition. As regards the latter he pointed out that Government 
Avere taking steps as Avas shoAvn bA' the Road-Rail Conference held in April 
1933. 

The Honourable Mr. Harayan Chetty opposed the resolution and pointed 
out hoAV much savings had been effected by Raihvays by the time the Sub- 
Committee for Raihvay Retrenchment had been appointed He also quoted 
the Report of Mr. Pope’s Committee to shoAv that there were no big economies 
left on RailAA-ays and that the research organisation created as a result 
of ]\Ir. Pope’s recommendations Avere fulfilling the functions of expert 
committees. 

The Honourable Mr. N. H. Sinha supported the Resolution as he con- 
sidered that the costs of State Raihvays Avere higher than those of C'ompany- 
managed Raihvays and the only economy that had been effected had the 
result of throAving a large number of labourers out of Avork. 

In replying to the resolution, the Chief Commissioner of RaihA-ays stated 
that Avhile raihvays Avere ahvays ready to accept criticism from non-raihvay 
men, Govermnent could not vieAV the resolution Avi_th favour. Tlie resolution 
suggested that nothing had been done or Avas being done to effect retrench- 
ment on raihvays. The best ansAver to this Avas that by the time the Sub- 
committee for Retrenchment reported in 1931, already 4 crores of savings 
had been effected on raihvays. Again betAA'een the years 1929-30 and 1932-33, 
the working expenses on railways had been actually reduced by 8‘42 crores. 
The working expenses for the next 3 j'ears Avere slightly higher but this 
Avas due to increments of staff’, maintenance which could not be deferred, 
and development of traffic AA'hich is on the increase. The Raihvay Retrench- 
ment Sub-Committee had recommended an expert committee, Irat difficulties 
prevented one being appointed and klr. Pope was broqght out to India in 
1932-33, original!}'' Avith the object of collecting information for an expert 
committee anticipated in the folloAving year. Mr. Pope in his first report 
pointed out that there Avas no need for such a committee as no big economies 
AA'ere left. He recommended small research organisations to investigate in 
detail all raihvay operations and these AA'ere noAv established on all the 
important raihvays. Mr. Pope had been invited to India again to report 
on jjrogress and his last I'eport shoAVS that the economies effected as a result 
of these research organisations thoroughly justifies their continuance. In 
view of AA'hat has been done and Avhat is being done Government could not 
suj3port the I’esoliition. 

The mover AA'hile not agreeing Avith the vieAV.« put forward against his 
resolution asked permission of the House to AvithdraAv his resolution in vieAv 
of the debate having ventilated his subject. The resolution Avas then 
AvithdraAvn. 

(h') The fourth resolution Avas moved in the Council of State by the 
Honourable Rai Bahadur Lala Ram Saran Das recommending to the GoA-ernor 
General in Council to determine the proportion of communal representation 
of employees on State Raihvays on the basis of population of each community 
in India and to fix the proportion of each community separately in respect 
of firstly officers and secondly subordinates, clerks, menials and other em- 
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ployees including workshop labourers and establishment In moving the 
resolution he stated that he was personally against the policy of communal 
representation but as it Avas the accepted policy of Government he Avas movmg 
the resolution. He Avanted that the total number of employees includpg 
AA’^orkshop and inferior staiY should be taken into consideration in fixing 
percentages and not only a portion of the staff. He also comjilained that 
the number of Indians recruited as officers during the year 1932-33 Avas not 
adequate on the State and Companj’^-managed railAvaj's. The Honourable 
Member also complained that the proportion of the Anglo-Indians in the 
upper subordinate posts aatts A'ery high. 

The Honourable Mr. Hossain Imam suggested an amendment that per- 
centages should be fixed firstly for officers, secondly for clerks and thirdly 
for menials. The Honourable mover agreed and as the GoA^ernment had no 
objection to the proposed amendment the amended resolution aa'rs discus.sed. 
Mr. Hossain Imam complained that action had not been taken by Government 
on Mr. Hassan’s Report on the representation of hluslims and other minorit}' 
communities He considered that the real reason for moving this resolution 
AA'as the rapid Indianisation of Raihvay SerAUces. He thought that under 
the garb of Indianisation, Europeans Avere being replaced by Anglo-Indians. 

The Honourable Mr. Bijay Kumar Basu considered that in the interests 
of nationalism the resolution" Avas inopportune and should not have been 
moA'ed. 

The Honourable Sir Phiroze C. Sethna Avanted an assurance from Gov- 
ernment that in future no faA'ouritism AA’ill be shoAvn to Anglo-Indians in 
recruitment. 

The Chief Commissioner of Raihvays on behalf of the Government 
refused to be draAA'n into details or arguments brought forward by the 
speakers in support of the resolution and confined himself to the speech 
delii'ered by the Honourable Member for Commerce and Eaihvays in the 
LegislatiA’^e Assembl}’’ on this subject in Avliich he had said that the GoA'ern- 
ment after most careful consideration had made their recommendations to 
the Secretary of State and AA’hich were at that time under his consideration, 
and in vieAv of this adA'ised the Honourable mover to AvithdraAv his resolution 
AA^hich he did Avith the permission of the House. 

In the Report for last year reference Avas made to a Bill to amend the 
Indian Railway's Act, AA'hich had been introduced in the Legislative Assembl}' 
so as to gh'e railAA'ays additional poAA'er to proA'ide and maintain transport 
serAUces. The Bill as amended by a Select Committee Avas passed in the 
August-September 1933 session. This Act, Avhich received the assent of the 
Governor General on the 11th September 1933, empoAvers Raihvay Com- 
panies, other than Companies for AAdiich the Statute 42 and 43 Victoria, 
Chapter 41 provides, to provide and maintain a motor transport or aircraft 
service, AAuth the sanction of the Governor General in Council. 

6. RailAvay Budget. — The Raihvay Budget for 1934-35 Avas presented 
to both the Houses of the Legislature on the 17th February 1934, after a 
previous detailed discussion in the Standing Finance Committee for Raihi-aj^s 
in their meetings held on the 2nd and 13th February 1934. The Budget 
was discussed generally in the Legislative Assembly on the 19th February 
1934 and in the Council of State on the following day. The four succeeding 
days, viz . from 21st to 24th February 1934 Avere taken up Avith the A’oting 
of the Demands for grants in the Assembly. 

In the course of the general discussion in the Assembly a A’-ery consi- 
derable variety of matters came under reAueAv, most important of them being 
reduction in rates and fares, economy by amalgamation of RailAvay systems, 
slowness of goods trains, manufacture of locomotives in India and 
co-ordination between raihvays and roads. 

Ten motions for reduction were actually moA’-ed during the debates on 
Demands for grants but none Avas carried. SeA’en of them after full discus- 
sion Avere AvithdraAvn and three ncgatiA’-ed. Of the motions AA-ithdraAvn the 
two which occupied most of the time of the House were in connection Avitli 
the Statutory Raihvay Board and high rates. The remaining five related 
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to amenities for passengers, Indianisation of railway services, importance 
of co-ordination of railway and road construction and of the organisation 
of communication Boards throughout the count^% system of dealing with 
appeals from railway employees and the condition of State Railway Press 
employees. The motions negatived were in respect of the administration of 
Railway Board, Muslim representation in Railway services and the provision 
of a first class railwa}^ station for Cuttack. 

7. Standing Finance Committee for Railv/ays. — The Committee met 
nine times during the year. They scrutinised the proposals for expenditure 
to be incurred during 1934-35 both on capital and revenue accounts and .also 
examined the revised forms of the Demands for Grants introduced during 
the year under review^. Besides examining proposals for the creation of 
certain superior posts on Raihvays and a scheme for granting loans to certain 
Branch Line Companies, they considered projects of open line works, the 
most important of these being the repair and protection works on the 
Hardinge Bridge on the Eastern Bengal Railway. The Cornmittee examined 
with considerable interest the savings likely to be effected by the enquiry 
conducted by Mr. F. A. Po^je, General Executive Assistant to the President, 
London, Midland and Scottish Railway. The details of the extensive 
damages caused to raihvay property by the earthquake of the 15th January 
1934 also received their attention. 

8. Meetings with Agents of Railways and Local Governments. — 
The Railway Board held two meetings with the Agents of the principal rail- 
ways, one in Simla in October 1933 and the second in New Delhi in March 
1934. The following subjects, among others, were discussed : — 

(1) Uneconomical Avagons; 

(2) tests to be applied to judge productivity of capital expenditure; 

(3) revision of the General Classification of Goods; and 

(4) the stores purchase policy of Company-managed Raihvays with 

particular reference to — 

(a) encouragement of indigenous industries ; 

(b) increased use of the Indian Stores Department; and 

(c) a combined call for tenders for coal requirements of State- 

managed and Company-managed Railways. 

The Chief Commissioner of Railways, the Financial Commissioner of 
Raihvays and the Member of the Railway Board paid several visits during 
the course of the year to the headquarters of various Raihvay Administra- 
tions and _ Local Governments. Their tour programmes, besides being 
published in the Press, AAmre commimicated to Local Governments and 
important mercantile associations so as to give all important interests an 
opportunity of expressing their views on railway problems to the Railway 
Board . 

_ 9. Central Advisory Council for Railv/ays. — ^During the year under 
revieAV one meeting of the Central Advisory Council for Raihvays was 
convened at New Delhi on 18th November 1933. In accordance with the 

g rocedure introduced by the Chairman and alluded to in the Administration 
'eport for 1932-33, members of the Council had been invited to submit 
subjects for discussion and the following Avere included in the Agenda : — 

(i) Supervision and control of food vendors at stations; ' 

(ii) and (iii) restaurant cars and Indian refreshment rooms; and 
(iv) Cooly porter contracts. 

As regards (i) certain members of the Council complained that AA^hile 
the prices of foodstuffs sold at raihvay stations were generally higher than 
the market price, the quality of the food was usually inferior and that, in 
violation of the rules on the subject, contractors were in the habit of sublet- 
ting their contracts. The Chairman promised that the latter irregularity 
should be stopped forthAvith. As regards the prices of foodstuffs, he 
remarked that it was not unreasonable for charges at raihvay stations to be 
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somewhat higher than the market rates in the town — a condition prevailing 
in all countries. The main consideration, in his opinion, was that the prices 
should not be so high as to constitute a hardship to the travelling public and 
he promised that the matter should be examined. As regards the quality 
of the foodstuffs sold, steps would l^e taken to ensure adequate inspection of 
the food. 

Items numbers (ii) and (iii) were taken together. Certain members of 
the Council pointed out that comparatively few travellers derived benefit 
from the European restaurant cars attached to the more important trains, 
and urged that compartments should be provided for supplying tea and light 
refreshments to Hindus and Muslims. The Chairman observed that there 
might be practical difficulties in providing such cars, as the provision of 
kitchens for Hindus and Muslims in the same car might offend religious 
susceptibilities. He also pointed out that experiments in the direction of 
Indian refreshment cars had been tried and had not proved successful. He 
suggested that the question should be first submitted to the various local 
advisory committees. He also invited the attention of the members to a 
list of Hindu and Muslim refreshment rooms, which showed that no less 
than 260 such refreshment rooms existed on Class I Railways and all the 
more important stations and junctions were so equipped. 

As regards item (iv ) — Coolj porter contracts — certain members of 
the Council pointed out that on the East Indian Railway such contracts were 
concentrated in the hands of one contractor instead of being let locally, to 
the detriment of the local people. The Chairman pointed out to the members 
that such arrangements must be left to be made localty; that on the majority 
of railwa 3 ^s station masters provided the coolies, and that even on certain 
divisions on the East Indian Railwaj^ this was the practice in force. 

10. Local Railway Advisory Committees. — These Committees, re- 
ference to which has been made in previous reports have continued to func- 
tion on Class I Railwaj^s (except the Jodhpur Railway) and on the Barsi 
Light Railwaj^. The Committees constitute a useful link between railway 
administrations and the travelling public affording, as they do, opportunities 
for discussion on matters of interest and importance to the general public. 
Their advice on matters coming within their purview is welcomed by Railway 
Administrations who endeavour to give effect to the recommendations made 
by the Committees to the extent possiWe. Pamphlets detailing the subjects 
discussed by these Committees are published quarterlj% and copies are 
available for sale with the Manager of Publications, Delhi. 

During the year 103 meetings of the various Committees were held. A 
perusal of the pamphlets issued indicates the wide variety of matters dis- 
cussed. The following is a list of some of the more important of these : — 

Provision of separate hooking office windows for women. 

Improvements in the design of lower class carriages. 

Licensed cooly contracts at large stations. 

Contract for the sale of refreshments at stations. 

Use of dining cars by lower class passengers. 

Accommodation for ladies in trains. 

Construction of new lines. 

Eree allowance on luggage. 

Pilgrim taxes. 

Week-end retxirn tickets. 

Booking of “ smalls 

Haulage charge for third class tourist cars. 

Facilities for the transport of fruit. 

Provision of overbridges at stations. 

Electrification of certain stations. 

Provision of indication boards at large stations. 
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Provision of raised platforms. 

'Provision of through carriages between certain stations. 

11. Eailway Rates Advisory Committee. — The Railway Rates 
Advisory Committee, whose sittings had been temporarily susiiended in 
December 1932, after the death of Sir Narasimha Saxana, its fii’st President, 
recommenced functioning in May 1933 on the appointment, as President, of 
Sir Zahid Suhrawardy. 

During the year xmder review, the following four cases were referred to 
the Committee for investigation : — 

(a) Complaint from Messrs. Meghji Hirji and Company. Kagpur, 

alleging the quotation of preferential rates by the Bengal Nag- 
pur Railway for fii’ewood from certain stations. 

(b) Complaint from the West’s Patent Press Company Limited, 

Aligarh, alleging that the rates quoted by the East Indian Rail- 
way for unpressed cotton (Kuppas) from Aligarh to Delhi, as 
compared with the rates for cotton full-pressed, constituted 
undue preference to the Delhi Mills. 

(c) Complaint from the General Manager, Ballarpur Collieries against 

the Bengal Nagpur, Great Indian Peninsula and Bombay, 
Baroda and Central India Railways alleging that the rates 
charged for coal from the Chirmiri Collieries (Korea coalfields) 
as compared with the rates charged from the collieries on the 
Great Indian Peninsula Railway were unreasonable. 

(d) Complaint from Messrs. Gokuldass Hunsraj, Calcutta, against 

the East Indian Railway regarding rates for rice from certain 
stations. 

These four cases were under enquiry at the close of the 3 ^ear, as also three 
other cases which had been referred to the Committee during the previous 
year 

The Committee reported on the following Dvo cases referred to them 
for investigation in 1932-33 : — 

(i) Complaint from the Central Provinces and Berar Mining Asso- 

ciation against the Bengal Nagpur Railwa}^ regarding the rates 
for manganese ore from certain stations on the Bengal Nagpur 
Railway to Bombaj- v?d Nagpur and via Itwari. 

(ii) Complaint from the Roller E)our Mills, Patiala, regarding the 

rates for flour on the East Indian Eailway. 

As regards the first case, the Committee reported that the rates to via Nagpur 
and via Itwari from the several stations referred to by the applicant, were 
excessive and unreasonable, and recommended certain reduced rates. The 
Government of India accepted the recommendations of the Committee. In 
the second case also, the Government of India accepted the recommendation 
of the Committee that the telescopic basis of the rate for flour on the East 
Indian Eailway for distances beyond 600 miles should be reduced from OTI 
pie to 0-115 pie per mauncl per mile. 

Four' other representations received bj’ the Railway Board for a reference 
to be made to the Eailway Rates Advisory Committee -were not so referred 
during the year for the following reasons ; — 

(а) Reference in connection with the question of the 15 per cent, sur- 

charge on coal freights, as the general question regarding the 
modification of the surcharge was under the consideration of 
Government. 

(б) Reference in connection with the rates for iron and steel over 

the East Indian Eailway, as the rates complained of by the 
applicant were subsequently withdrawn. 

(c) Reference in connection with the classification of IJpson Board 
and Upson Insulating Board. This was under correspondence 
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between the Railway Board and the Railway Administration 
concerned at the end of the year under review. 

{d) Reference in connection with the rates for grain, pulses and seeds 
common from Sidhauli to Howrah, as there did not appear to 
be a frirnd facie case for investigation by the Committee. 

12. Mr. Pope’s investigations. — It was mentioned in the last year’s 
report that the services of Mr. Pope, General Executive Assistant to the 
President of the London, Midland and .Scottish Railway had been obtained 
to ascertain whether further economies were possible on Indian Railways 
and that as a result of his visit, small organisations liacl been created on the 
more important railwa 3 "S to conduct detailed investigations termed ‘ job 
analysis ’. Reports on job analysis up to the end of the year from the 
majority of Railwaj^s show that the work is being continued vigoroush’’ and 
with an encouraging degree of success. The more interesting features in 
these reports are briefl,v summarised below : — 

(i) On the Bomhay, Baroda and Central India Railway though job 

anatysis started only in October 1933, the annual savings which 
have been accepted are estimated at more than Rs. 3'r)2 lakhs, 
whereas the annual cost of the job analysis organisation is 
placed at less than Rs. O-GO lakhs. The principal savings have 
been effected by intensive use of locomotives and reduced staff 
in certain workshops and at stations. 

(ii) Burma Railways. — On this railway savings amounting to about 

Rs. 26,000 were realised during the vmar and it is estimated 
that these will increase to some Rs. 74,000 annually in future 
j^ears, 

(iii) On the Eastern Bengal Railway a conservative estimate places 

the economies effected during the .year at Rs. 2,14.864 whereas 
the cost of job analysis amounted to Rs. 63,000 only. The 
economies are chiefly due to the better use of rolling stock, more 
efficient maintenance of signals, reduced consumption of high 
grade fuel and disuse of certain telegraph lines. 

(iv) On the East Indian Railway savings amounting to more than 

Rs. 7 lakhs were effected during the year, while the total cost 
of the job analysis organisation amounted to some Rs. 77,000 
only. Investigations are in progress under many separate 
heads, which include examination of the work of the Stores 
Department, running sheds, sick lines, stations and marshalling 
3 'ards. Economies are also expected from increasing the load 
of goods trains and the more intensive use of rolling stock. 

(v) Great Indian Peninsula Railway. — On the Great Indian Peninsula 

Railway the cost of the job analysis organisation during the 3 mar 
1933-34 amounted to Rs. 56,680 and the s.avings effected 
to Rs. 4‘29 lakhs, chiefly under wages. .Since the work started, 
no less than 136 items have been investigated covering manj’ 
widely divergent activities. 

(vi) Madras and Southern Mahrafta Railway. — Job analysis was begun 

on this railway from 1st November 1933, and savings amounting 
to Rs. 46,020 had already been realised up to 31st March 1934 
and economies totalling Rs. 72,559 annually are anticipated. 
Savings effected in the Electrical Department alone amounted 
to Rs. 26,579. 

(vii) On the North Weste7'n Railway the savings efl'ected amounted 

to about Rs. 12’67 lakhs, whereas the cost of the job anatysis 
organisation was Rs. 32,000 only. One of the most important 
investigations related to the maintenance of track, resulting in 
a saving of about Rs. lakhs. A further saving of Rs. 24 
lakhs was obtained from an analysis of shunting and other 
activities at stations and of Rs. 1 laldi from improved methods 
, of utilising scrap. 
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(nii) On the South Indian Railway the savings accejited during the 
year amounted to Rs. 22,704 and further economies aggregat- 
ing Rs. 32,493 were under consideration. 

Mr. Pope’s services were again kindly lent by the London, Midland and 
Scottish Railway during the cold weather 1933-34. He spent some weeks 
examining methods of operation on the Eastern Bengal, East Indian and 
North "Western Railways and then re-assembled his original committee in 
Calcutta where they drew up a second report. This report reviewed the 
progress of job analysis on the various railways up to date and pointed out 
certain further items as worth investigation. But, besides further possibili- 
ties of economy, the report also suggested directions in which the earnings 
of Railways might be capable of enhancement, viz., improved publicity 
work, increased ellorts of salesmandliiji, closer study of exports, imports 
and markets, and more elasticity in the quotation of rates and fares. 
The Committee also emphasised the possibility of curtailing unnecessaiy com- 
petition between railwa 3 ''s and called attention to some of the methods recently 
adopted bj'^ the London, Midland and Scottish Railway to increase revenue. 

The work of job analysis is still in hand on most of the railways and the 
recommendations made by Mr. Pope in his second report are at present under 
the consideration of the Railway' Board. 
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CHAPTER II. 

FINANCUL. 

I . — Trade Recietv. 

13. The total value of exports including re-exports from British India 
during the year 1933-34, ainounted to Rs. 150 ci'ores and that of imports to 
Rs. 115 crores. As compared Avith tlie 2 )revioiis year the exjmrt traffic 
recorded an imj^rovement of Rs. R! crores or an increase of 10 j^er cent., 
while the imports declined by Rs. 37 crores or a deci-ease of 13 per cent. 

Exports . — Despatclies of ivuv cotton rose from 2,003,000 bales valued at 
Rs. 20*3 crores to 2,740,000 bales Amlued at Rs. 27 crores. Shipments of 
twist and yarn advanced slightly in quantity from 15*1 to 10*4 million lbs. 
and from Rs. 79 to 82 lakhs in value. The exports of raw and manufactured 
jute recorded an improvement of Rs. 1 crore. Shipments of ra^v jute in- 
creased from 3,153,000 bales valued at Rs. 9-73 crores to 4,190,000 bales 
vahied at Rs. 104)3 crores. Gunny cloth rose from 1,012 to 1,053 million 
yards in quantity and from Rs. 10*24 to 11*38 crores in value. Ex^Aorts of 
Avheat remained practically unchanged. Dcsjnatchcs of tea declined from 
379 to 318 million lbs. in quantity, hut the value rose from Rs. 17-15 to 
19*85 crores, owing to higher prices. Exports of oilseeds amounted to 

1.124.000 tons valued at Rs. 13*6G crores, Avliich recorded an increase of 53 
per cent, in quantity and 21 per cent, in value, as comj^arod Avitli the previous 
year. The improvement was niainlj" due to increased shipments of linseed 
which rose from 72,000 to 379,000 ions, groundnuts from 433,000 to 547,000 
tons, cottonseed from 2,000 to 6,000 tons and sesamum from 10,000 to 15,000 
tons. Exports of liidcs and skins recorded an improvement from 41.800 tons 
Avorth Rs. 7*43 crores to 61 ,400 tons worth Rs. 9*90 crores. Shi])meuts of 
metals and ores advanced from 095,000 Ions valued at Rs. 4*6S crores to 

976.000 tons valued at Rs. 5*49 crores. Shijnneuts of lac amounted to 

731.000 CAVts. valued at Rs. 2-46 crores, representing an increase of 75 per 
cent, in quantity and 98 per cent, in value, over the jn’cvioiis year. 

Cotton manufactures including twist aiul yarn amounted to Rs- 2*73 
crores, recording a decline of Rs. 56 lakhs. Des])atches of Indian cotton 
piecegoods declined further from 60*4 million yards Avorth Rs. 2*09 oi'ores to 
56*5 million yards AVorth Rs. 1*66 crores. Exports of gunny bags decreased 
from 415 to 401 millions in quantity and from Rs. 11*16 to 9*72 crores in 
value. Exports of food grains other tliau wheat declined from 2,050,000 to* 

1.870.000 tons in quantity and from Rs. 16*08 to 11*75 crores in value. 
jS^otable decrease Avas under rice Avliicli dropped from 1,887,000 to 1,744,000 
tons in quantity and fi’om Rs. 14*46 to 10*57 crores in value. Rapeseed 
showed a decline of 41,000 tons. Though the despatches of coffee advanced 
by 13,000 ewts,, the value dropped by Rs. 8 lakhs. 

Imports . — Foreign textiles recorded a decrease of 16 crores as compared 
with Rs. 47 crores in 1932-33, representing a decline of 34 and 12 ])ev cent- 
as comiDared with 1932-33 and 1931-32 respectively. TJie decline under 
the textile group resulted ])rimarily from smaller imports of cotton piece- 
goods amounting to 796 million yards AAalued at Rs. 13*49 crores as com- 
pared Avith 1,225 millions yards valued at Rs. 21*26 crores in 1932-33. 
Arrmals of cotton twist and yai*n also fell off from 45*1 million lbs. valued' 
at Rs. 3*79 crores to 32*1 million lbs, valued at Rs. 2*58 crores. Other 
important items of the textile group also showed a falling off (notably under 
silk raAv and manufactured Rs. 75 lakhs, avooI and Avoollens Rs. 42 lakhs 
and artificial silk including yarn and other mixed A^arieties Rs. 1*42 crores). 
The imports of raAv cotton fell from 84,800 to 42,900 tons. Under the 
metals group there Avas a decline of Rs. 24 lakhs. Metals other than iron* 
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and steel and manufactures thereof declined from 69,000 to 62,000 tons in 
quantity and Es. 4;'42 to 3-95 crores in value. The value of hardware 
imported contracted from Rs. 2-99 to 2-88 crores. Rubber manufactures 
declined from Rs. 1-98 to 1-88 crores. Imports of foreign sugar continued 
to decline from 402,000 tons valued at Rs. 4’23 crores in the preceding year 
to 264,000 tons valued at Rs. 2-71 crores. Arrivals of mineral oils declined 
slightly in quantity from 188 to 186 million gallons and Rs. 6-70 to 5-89 
crores in value. Kerosene oil contracted from 59-5 to 58T million gallons. 
The value of provisidns imported declined from Rs. 2-93 to 2-72 crores, 
mainly due to a falling off in the consignments of vegetable product. Imports 
of paper and pasteboard recorded a decline of 76,000 cwts. in quantity and 
Rs. 23 lakhs in value. Consignments of wheat declined from 33,500 tons 
worth Es. 29-25 lakhs to 18,300 tons worth Rs. 12-50 laldis. 

Imports of iron and steel rose from 326,000 to 329,000 tons in quantity 
and Es. 5-30 to 5-53 crores in value. Under machinery and millwork there 
was an advance of Es. 2-23 crores due chiefly to larger arrivals of sugar 
machinery. The value of motor vehicles imported rose from Rs. 2-43 to 3-19 
crores, the nvimber of motor cars imported having risen from 6,201 to 9,759 
and omnibuses from 2,676 to 5,496. Fuel oils advanced from 104-5 to 106 
million gallons. Rice not in the husk rose considerably from 35,500 to 
84,000 tons in quantity and Es. 31 to 49 lakhs in value. 

Balance of trade . — The visible balance of trade in merchandise and 
treasure for the year 1933-34 was in favour of India to the extent of Rs. 92 
crores as compared with Rs. 68 crores in 1932-33. 


II . — Financial Results of State Railioays. 

14. Financial results of working. — The financial results of the work- 
ing of Indian State-owned Railways for 1933-34 were summarised in a memo- 
randum prepared for the Public Accounts Committee by the Chief Commis- 
sioner and Financial Commissioner of Railways in June 1934. The figures 
available then were not in their final form and it was pointed out that there 
might be certain accounts adjustments Avhich may alter them ultimately, 
though not to a large extent. Relevant paragraphs from the memorandum 
(after making the small corrections that were necessary in the figures) are 
reproduced below. 

Stated briefly the position in 1933-34 was as follows: — 

The year under review was the first year to show some signs of recovery 
from the depression into which Indian Railways in common vdth the rail- 
Avays of the rest of the world had fallen, the year 1932-33 having, as we 
hope, witnessed the trough of the depression. 

Gross receipts amounted to 86| crores or nearly 2^ crores more than in 
the previous year. Working expenses, including the appropriation for 
depreciation amounted to 62 crores, or about a quarter crore more than in the 
previous year. The net receipts were 24f crores, or 2 crores more than in 
the previous year, but were still insufficient to meet interest charges. The 
total deficit Avas nearly 8 crores, to meet Avhich, as in the two preA’ious yeai-s, 
a temporary loan Avas taken from the Depreciation Fund. This brought 
up the total of such temporary borrowings to 22-|- crores. 

Ordinary Avorking expenses {i.e., exclusive of depreciation) amounted 
nearly to 48^ crores, or half a crore more than the previous year. The 
apparent increase is due to the fact that the cut in pay in force in 1933-34 
Avas half that in 1932-33. Allowing for this, there Avas a reduction in 
Avorking expenses of about a third of a crore concurrently AVith an increase 
of 2J crores in receipts. 

The appropriation to the Depreciation Fund during the year amounted 
to 13|- crores and the AvithdraAvals towards renewals and replacements to 8 
crores. The net accretion to the Fund during the year was thus about 5^ 
crores. But for the temporary borroAvings in the last three years to meet the 

c 2 
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deficits, the closing balance would have been 32 crores. The actual balance 
was 9^ crores. 

The capital expenditui'e during the year including both expenditure on 
new construction, which amounted to a quarter of a crore, and on improve- 
ments of the open line, ivas more than counterbalanced by a large reduction 
of stores balances and by writing down capital by debit to Depreciation Tund 
on account of retired assets. As a result^ the capital at charge was reduced 
by 2 crores during 1933-34:, viz., from 797 to 795 crores. 

Stores balances on all railways were reduced from 12 crores to 10 crores, 
which constitutes a fresh low record. The balance at the end of 1933-34: is 
less than half the balance 10 years earlier. 

In the following statement the results of 1933-34: are compared in a 
convenient form with those of past years since the separation of the railway 
budget from the general budget of the Government of India : — 

(rigurcB In laklis ol rnpeces,) 


1 

1 

1924-25. 

1925-20. 

1926-27. 

1927-28. 

1928-29. 

1929-SO. 

Average 

for 

6 years 
1924-25 
to 

1929-30. 

1930 SI. 

1931-32. 

1932-33, 

1933-34. 


sr. 

M. 

jr. 

M. 

M. 

21 

M. 

2J. 

M. 

nr. 

M 

Sfllaago open . . . - • 

27,002 

27,107 

27,6SI 

SS,203 

29,228 

30,895 

ss,ai9 

_ 

32,214 

32,657 

32,659 

31,602 


Us, 

Bs. 

Be. 

Be. 

Be. 

Be. 

He. 

Be. 

Bs. 

Be. 

He. 

Qroj3 traffle receipts . . • • 

1,00,13 

03.04 

08,42 


1,03,72 

1,02,70 

1,01,22 

05,10 

80,03 

84,43* 

86,63* 

Ordinary operating. expenses 

61,65 

62.99 

52,89 


64,21 

65,59 

63,40 

54,39t 

49,311 

47,89* 

48,31* 

Appropriation to Depreciation Tuiid - 

10,35 

10,67 

10,89 

11.38 

12,00 

12,59 

11,31 

13,07 

13,40 

18,77 

13,66 

Net Trade receipts .... 

SB, 13 

35,28 

34,64 

38,99 

37,51 

34.62 

30.51 

27,64 

23,80 1 

22,77 

24,76 

Xet mUcollaa-oas charges (Including 
Burplas profits pajabic to Com- 
panies) after deducting miscellane- 
ous receipts.. 1 

1,07 

1,19 

1,27 

87 

87 

2 

80 

11 

-1 * 

0 

14 

Net revenues 

37,06 

34,09 

33,37 

38,12 

37,14 ' 

34,50 ' 

35,71 

27,53 ' 

23,87 

22,68 ' 

24,62 

Interest charges .... 

23,90 

24,81 

25,87 

27,27 

29,33 ; 

30,40 ' 

20.94 

82,72 


82,91 

32,68 

Surplus ...... 

13,16 

0,28 

7,60 

10,85 

7,81 

4,04 

8,77 1 

—5,19 


—10,23 

—7,98 

Paid as contribution to general revenues 

0,78 

5,49 

6,01 

6,28 

6,23 

6.12 

6,98 , 

6,74 

.. 

.. 

.. 

Tcaasferred to railway rcserv o 

C,3S 

3,79 

1,49 


2,68 

—2.03 

2,70 

—10,93 

—4,95 

.. 

.. 

Borrowed temporarily from deprecia- 
tion fund. 




H 

*• 

*• 


•• 

4,25 

10,23 

7,98 


• Por p ifpopJJ o* c3m.'>irlsoa wUh previous years the change in accounting procedure Introduced In 1932-33. hy which credits for material released from works 
not charged to revenu'' arc shown as gross receipts instead of as a reduction of working expenses, has been neglected, 
t (adnslve of a credit of 1 .06 laklis from the depreciation fund to correct past erroneons adjustments. 

1 Inclttsivo Of n debit of 0 lakhs from the Depreciation Fund to correct past erronoons adjustment. 

The year 1933-34: marks the end of the first decade since the separation 
of the railway budget from the general budget of the Government of India, 
and it is convenient to consider the results of the decade as a whole. Of the 
10 years, the first six were prosperous years and the next four the reverse, 
but on the whole the net result of working of the State-owned railways in 
India during these years was a surplus of 20 crores and an accumulated 
balance in the Depreciation Fund of 32 crores. 

Under the Separation Convention of 1924:, railways assumed a liability 
to rnake a contribution 'to general revenues, which amounted on the average 
during the 7 years in which it was paid to a net payment of 6 crores a year. 

They made this payment from current surpluses in the first 5 years; in the 
6th year partly from the year’s surplus and partly from previously accumulat- 
ed reserves; and in the 7th wholly from the latter source. In the last three 
years they were unable to make any contribution. The total amounts paid 
during the period were 42 crores or 22 crores in excess of the total surplus 
during the period. This amount of 22 ci'ores was borrowed from the Depre- 
ciation Fund. Consequently at the end of the decade the actual reserves with 
the railway's amounted to "ten crores; of which half a crore is invested in 
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securities on behalf of the Railway Reserve Fund and 9-^ crores is the balance 
of the Depreciation Reserve. 

The contributions due for the last three years, which are, under present 
arrangements, to be met from future sui-pluses, after the temporary loans 
from the Depreciation Fund are repaid, amount to about IG crores. 

At the end of 1933-34:, the liabilities of railways, to be met in subse- 
quent years, amounted to 38 crores, of which 22 crores represent loans to be 
repaid to the Depreciation Fund and 16 crores represent the contributions 
due for the three years 1931-32 to 1933-34. The details are as follows ; — 



1931-32. 

lD:e.33, 

(Crores of rupees.) 

1933-34. Total. 

Temporary loans from Deprecia- 
lion Fund . , , - 

4-25 

10^23 

7-96 

22-44 

Contributions unpaid . 

5'36 

5-23 

5-21 

15-80 


The net traffic receipts of about 24| crores in 1933-34 amounted to 3T 
per cent, of the capital at charge. This result, though considerably worse 
than in the earlier years of the decade, was better than in tlie two years 
immediately preceding. 

(Figurca in crons.) 


— 

Net receipts. 

Percentago 
of oipital 
nt charge. 

Net profit 
or loss after 
paying 

3 ntcrest 
charges. 





Rfl. 


Ks. 

Average of 9 years, 1924-2-5 to 1 92S-20 , • 


• 

. 

30-91 

5-4 

9-72 

1929*30 ....... 




34-52 

4-5 

4-04 

1930-31 


• 


27-G4 

3-5 

i —5-19 

j 

1931-32 


• 


23-SO 

3*0 

—0-20 

1932-33 


- 

• 1 

22-77 

2-9 

~-10-23 

1933-34 



! 

2476 

31 

— 7*96 


The operating ratio on all State-owned Railwa 3 ^s {i.e., the ratio of 
worldng expenses to gross earnings) amounted to 5G per cent, excluding 
dejireciation and to 7l per cent, including depreciation. The ratio in 
1933-34 is lower than in the past three years. In the table below the ratios 
of earlier j'ears are given for purposes of comparison : — 


— 

Percentage, 

excluding 

depreciation. 

Percentage, 

including 

depreciation. 

Average of 5 years, 1024-25 to I92S-2 9 

. 

. 

. 

j 

52i 

034 

1029-30 

* 

• 

- 


54 

CG 

1930-31 

• 

• 



59 

73 

1D3U32 

• 

• 

• 


57 

73 

1912-33 

* 

* 

• 


57 

73 

1033-34 ....... 

• 

* 

• 

• 

56 

71 


For purposes of comparison we give below certain figures wliich are 
available for certain foreign railwaj's. 


The gross receipts of the 4 amalgamated British railways in 1933 
amounted to £1G5 million, the same as in the previous year, and £42-^- million 
(21 per cent.) less than in 1929. Their working expenses amounted to £139 
million, or £2 million less than in the previous year and £29 million (17 > 
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per cent.) less than in 1929. The operating ratio ^Yas 84: per cent, as against 
85| per cent, in the previous year and 81 per cent, in 1929. 

The Canadian Pacific Railway earned 114; million dollars in 1933, 10 
million dollars (8 per cent.) less than in the previous year, and 96 million 
dollars (46 per cent.) less than in 1929- Their working eiq^enses were 93 
million dollars — 11 million dollars (11 per cent.) less than in 1932 and 74: 
million dollars (44 per cent.) less than in 1929. The operating ratio, which 
was 79J per cent, in 1929 and 84 per cent, in 1932, stood at 82 per cent, in 
1933. 

The Canadian National Railways realised 149 million dollars in 1933, 
12 million dollars (7 per cent.) less than in 1932 and 119 million dollars (44 
per cent.) less than in 1929. Their Avorking expenses fell to 143 million 
dollars, which Avas loAver by 12 million dollars (8 per cent.) than in 1932 and 
78 million dollars (35 per cent.) beloAV that of 1929. Tlie operating ratio 
of 96 per cent, is the same as in the previous year but 131r per cent, higher 
than in 1929. 

IRe receipts of the princiiDal raihvays of the United States AA'ere 3,095 
million dollars in 1933, AAdiich Avas only 1 per cent, less than in 1932, but 
less than half that in 1929. The Avorking expenses, Avhich Avere 2,249 million 
dollars, Avere 6 per cent, less than in the previous year and about half the 
figure for 1929. The operating ratio in 1933 Avas 73 per cent, against 77 
per cent, in 1932 and 72 per cent, in 1929. 

Tor the .German State Railways, 1933 was as disastrous a year as the 
previous one. Their working expenses exceeded their' earnings and the 
operating ratio Avas nearly 105 per cent., being about 2 ^ per cent, higher than 
in the previous year. The earnings Avere almost the same as in the previous 
j'ear, but their working expenses Avere increased by about 2 per cent, from 
1932. It is understood that a reduction in maintenance charges could have 
been made but for the fact that they Avanted to reduce unemployment. 

15. G7'oss Receipts. — The folloAving table compares the receipts in detail 
Avith the previous years. For purposes of comparison, credits for material 
released from works not charged to revenue, AAdiich are included in gross 
receipts from 1932-33 onAvards haA'e been excluded : — 


(Crorcs of rujicciy.) 


— 

1929.30. 

1930.31. 

1031-32, 

1032-33. 

1933-34. 

Passenger earnings .... 

35-75 

31- C 8 

28-00 

28-94 

27* G 5 

Other coaching oamings .... 

6-81 

6-40 

5-27 

5-03 

4-92 

Goods earnings 

05-25 

00 69 

55-41 

63-70 

58*20 

Sundry earnings ..... 

2-21 

1-97 

1-82 

1-03 

1-69 

Suspense ...... 

•30 

•40 

•35 

•04 

1 

—'49 

Total 

1,09 32 

1,00-20 

91-81 

1 

89-40 

9187 







Itefunds ...... 

T 5 1 

•11 

•11 

*11 

•XL 

Earnings of irorlced lines . , . j 

6*47 

4-99 

5-07 

4-80 

6-13 

i 

. Net 

1.02-70 

95-10 

i 

80-03 1 

84-43 

88*63 


It will be observed that there is still a doAvnward trend in passenger 
earnings, whereas goods earnings have recovered considerably from the deptb 





















ihat they reached in 1932-33 : they are about 8 per cent, liigher .than in 
1932-S3 and 5 per cent, iiigher than in 1931-32. 

The earnings in 1933-34 are Es. 27,400 per open mile and are practically" 
the same as in 1931-32. 

It is interesting to analyse the figures of earnings from goods trafiBc and 
compare them with the figures in previous years. Figures are not available 
separately for State-owned railways, but the figures that are available for 
■Class I Railways in general in respect of the more important commodities 
are given below : — 


(Figures in laklis.) 


— 

1929-30. 

1930-31, 

1931-32. 

1032-33. 

1933-34. 




Rs. 

Rs. 

Rs. 

Bs. 

Rfi. 

'CottoUf ravranH manufactured 



6,91 

6,31 

4,76 

6,16 

5,86 

FueHor public and foreign railways 


• 

10,22 

9,60 

8,83 

€,•90 

9,65 

^tletallio ores . . . ^ 




93 

68 

43 

64 

iEico 



4,17 

3,67 

3,71 

3,45 

3,89 

Wheat .... 



2,03 

2,G9 

2,10 

1,84 

1,85 

♦Gram, pulse and other grains 


• 

3,63 

3,42 

3,68 

3,09 

2,91 

Iron and steel 



2,40 

2,07 

1,81 

1 

2,00 

2,21 

Kerosene ...» 



1,09 1 

1,60 

1,62 1 

1.38 

1,46 

Jute 


* 

1,47 

1,30 

99 

1,12 

1.29 

Sugar 



2,03 

2,03 

1,61 

1,30 

1.67 

-Oil seeds .... 



3,95 

4,01 

3,52 

2,88 

3,64 

•Gar, jagree and molasses 



94 

98 

1,27 j 

1,39 1 

1,21 


The figures indicate a recovery in almost all cases, practically the only 
exceptions being gram, pulses and other grains, and gur, j agree and molasses. 
The increases under cotton and rice amount to 14 per cent, and' under sugar 
and oil seeds to 27 per cent. 

The statement below compares the receipts of individual railways in 
1933-34 with previous years ; — 


(Figures in lakhs.) 


Railways. 

1929-30. 

1930.31. 

1931-32. 

1932-33. 

1933-34. 



Rs. 

Rs. 

Rs. 

Rs. 

Rs> 

Assam Bengal 


2,06 

1,90 

1,84 

1,60 

1.60 

Bengal Na^ur .... 


9,31 

8,17 

7,24 

6,91 

7,39 

Bombay, Baroda and Central India . 


11,62 

10,90 

10,30 

10,17 

10,61 

Burma . . r . . . 


4,87 

4,28 

3,74 

3,33 

3,57 

■Eastern Bengal .... 


6,73 

6,8G 

6,05 

4,91 

B,07 

East Indian , . . « . 


! 19,85 

18,24 

17,30 

17,27 

17,63 

•Great Indian Reninsula 


14,58 

1 

13,33 

11,92 

1 11,94 

12.21 

“Madras and Southern Mabratta • * 


8,98 

7,98 

7,15 

' 6,66 

8.84 

"North Western (Commercial) . 


14,39 

14,93 

13,34 

12,74 

1 13.23 

North Western (Stmtegio) • . • 

• 

1,69 

i 148 

1,31 

3,23 

1.23 

South Indian . . . . . 


0,33 

1 6,80 

6,30 

5,61 

1 5,14 

•OthorRaUwaj'^ ..... 

• 

2,60 

2,12 

2,08 

2,20 

2,U 
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Five Railways showed a considerable increase in ■ receipts in 1933-34 
as compared with the previous year. The Bengal Nagpur, Bombay, Baroda 
and Central India and North Western Railways each increased their earn- 
ings by about half a crore. The East Indian Railway and the Great Indian 
Peninsula Railway were about ^ crore better than in the previous year. 

16. Working eoopenses . — In making a comparison of working expenses 
with previous years, allowance has to be made for certain important special 
factors which are detailed in paragraph 17 et seq of the Report by the Rail- 
way Board on Indian Railways, Volume I, for 1932-33, and which it is 
unnecessary to reproduce here. Making allowance for all these factors the 
comiiarable figures of traffic receipts and working expenses from 1929-30 are 
as follows : — 


(Crores of mpces.) 


1929-30 . 







Traffic rpccipta. 

103-36 

expenses (includ 
cut in pay). 

55-92 

1930-31 . 

. 

• 


• 

. 

• 

94-66 

55-81 

1931-32 . 

. 

. 


. 

. 

. 

86-63 

49-22 

1932-33 . 

. 

• 


. 

* 

. 

84-11 

4T-42 

1933-34 







86-63 

48-31 


The receipts were 16f crores below 1929-30 whereas ordinary working 
expenses were 7| crores lower. The percentage of fall in receipts was 16 per 
cent, and in working expenses about 13-2- cent. 

From another point of view. Railways have saved in ordinary working 
expenses over 45 per cent, of the fall in receipts. 

A comparison of the working expenses of each railway with the previous 
years will be found below. There is an increase in most railways, partly 
due to the reduction in the emergency cut, with the exception of the East 
Indian, South Indian, Great Indian Peninsula and Bombay, Baroda and 
Central India Railways. 


(Figures in lakhs.) 


Railvrays. 

1929-30. 

1930-31. 

1031.32. 

1932-33. 

1038-34. 




Rs. 

Es. 

Rs. 

Rs. 

Ks . 

Assam Bengal 



1,13 

1,12 

1,09 

1,02 

1,07 

Bengal Xagpur 



6,61 

6,36 

4,83 

4,77 

4,82 

Bombay, Baroda and Central India 



0,07 

0,14 

6,47 

5,38 

5,26 

Burma ..... 



2,67 

2, G 1 

2,33 

2,04 

2,18 

Eastern Bengal 



3,84 

3,74 

3,20 

3,16 

3,33" 

East Indian .... 



10,21 

9,95 1 

9,02 

8,88 

8,78 

Great Indian Peninsula 



8,37 

S ,57 

7,13 

7,06 

6,69 

Madras and Southern Mahratta 



3,95 

3,88 1 

3,33 

3,24 

3,25 

North 'Western (Commercial) 



8,47 

9,03 

7,74 

7,24 

7,67* 

North Western (Strategic) 



1,08 

1,76 

' 1,38 

3.42 

1,39' 

South Indian 



2,79 

2,87 

2,03 

2,76 

2,67 

Other Railways 



1,00 

1,02 

93 

92 

1,00 


17. Net receipts . — The details of net receipts (after meeting the appro- 
priation to the Depreciation Fund, which represents expenditure not controll- 
able by the railway administration) are given below. It will be noticed that 
all the railways are better than last year except that the South Indian Rail- 












EASTERN BENGAL RAILWAY. 



Masonry bridge on the Katihar-Jogbani Section damaged by earthquake, 
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way and other Eaihvays are appreciably worse and that the Assam Bengal 
Eailway is the same as last year. 


(Figures in lakbs.) 


Kail way 3. 

1929-30. 

1930-31. 

1931-32. 

1932-33. 

1933-34. 


Rs. 

Rs. 

Rs. 

Rs. 

Es. 

Assam Feugal ..... 


54 

44 

22 

go 

Bengal Nagpur 

2,56 

1,49 

1,07 

75 

1,19 

Bonihay, Baroda and Central India . 

4,12 

3,43 

3,45 

3,40 

3,96 

Burma , 

1,82 

1,15 

SS 

75 

84 

Eastern Bengal ..... 

2,02 

1,20 

80 

77 


East Indian ...... 

7,43 

6,00 

5,99 


6,46 

Great Indian Peninsula .... 

4,38 

2,87 

2,85 

2,90 

3,2$ 

Madras and Southern Mahratta . 

4,13 

3,22 

i 2,92 

2,52 

2,69 

North Western (Commercial) 

3,75 

3,69 

3,27 

3,02 

1 3,37 

North estern (Strategic) * . . . 

--50 

-^70 

— 50 

i 

—03 

—59 

South Indian ...... 

2,89 

2,23 

1,92 

1 

1.98 

1,69 

Other Rail ways ..... 

1,27 

86 

1 86 

.1,05 

88 


18. Losses and gains . — Though the results of nearly every railway 
during 1933-34: show an improvement as compared with the previous year, 
there were only two of the bigger systems, viz., the East Indian Eailway 
and the Bombay, Baroda and Central India Eailway, that showed an appre- 
ciable gain to the State. For the purpose of calculating these gains and 
losses, the figures shomi in the Companies’ accounts have been recast to 
accord with the Government accounts procedure, i.e., the working expenses 
include the appropriation to the Depreciation Fund and not the actual 
expenditure on renewals and replacements, -which are taken into account in 
the Companies’ own accounts. 

The net gain or loss of the various railways for the last 5 years is given 
below : — 


(Figures in lakhs.) 


State-managed Baihrays, 

1929-30. 

1930-31. 

1931-32. 

1932-33. 

1933-34. 

Rs. 

Ks. 

Rs. 

Rs. 

Rs. 

Burma ...... 

+4 

*-^14 

—74 

—76 

— 7X 

Eastern Bengal 

+16 

—SO 

—1,23 

—1,28 

—1,25 

East Indian ...... 

+1,61 

—18 

—24 

—13 

+37 

Great Indian Peninsula .... 

+s 

—1,72 

—1,78 

—1,68 

—1,24 

North Western (Commercial) . . . 

—64 

—1,10 

—1,68 

—1,78 

—1,36 

North Western (Strategic) 

—1,90 

—2,18 

—1,99 

—2.09 

—2,03 

Totai. 

—05 

—0,48 

—7,50 

—7,71 

—6,22 

Company-managed Ratlicays, 






Assam Bengal , , . . , 

—24 

! —39 

1 

—52 

—74 

—73 

Bengal Nagpur 

—60 

! —1,99 

i 

—2,48 

—2,80 

—2,27 

Bombay, Baroda and Central India , 

+1,25 

+43 

+45 

! +41 

+9S 

Madras and Southern Mahratta 

+89 

: +1 

+14 

—27 

1 —4 

South Indian 

+1,19 

+31 

' 41 

+6 

-21 

Other Railways ..... 

i +77 

+20 

>+19 

+26 

+10 

Total 

+3.20 

—1,43 

—2,21 

—3,08 

a 


I) 
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EliPOBT BY THE RAIL'WAY BOARD ON INDIAN RAILWAYS FOR 1933-31. 


19. Ca'pital at charge — The statement below shows how the capital at 
charge on all railways in which the State has a financial interest has been 
growing. For purposes of comparison, sterling liabilities included in the 
capital at charge have throughout been converted into rupees according to 
the present procedure, i.e., at the rate of exchange in force at the time the 
liabilities ivere assumed. 

(Crorea of rupees,) 

Capital at ebarffo 
at the end of tbe year. 

G29 
C43 
GG3 
090 
722 
747 
778 
791 
798 
797 
795 


1923- 24 

1924- 26 
1926-26 

1926- 27 

1927- 28 

1928- 29 

1929- 30 

1930- 31 

1931- 32 

1932- 33 

1933 - 34 


The capital at charge has increased in 10 years by 16G crores. It 
increased i-apidly in the first six prosperous years at an average rate of 25 
crores per annum. During the next 4 years, the average has fallen to 4 
crores per annum. But in these .years stores balances, which form part of 
our capital at charge, have been steadily falling, the balance at the end of 
1933-34 being nearly 7 crores below that four years earlier. I^Ioreov'cr, there 
have been considerable decreases in the capital at charge as a result of retire- 
ment of assets without replacement when the original cost of the asset is 
credited to capital by debit to the Depreciation Fund. This would amount 
at a rough guess to not less than 4 crores. Finally, in 1932-33 the capital at 
charge was reduced by neai’ly a crore as representing the dilTercnce between 
the actual amount of rupees required for repayment of tbe share capital 
when the Burma Railways were purchased and the capital as it stood on tlie 
books of the Railway. IMaking full allowance for all these factors, the 
average increase in capital during the 4 years ending 1933-.34 may be taken 
at about 7 crores per annum, which is less than one-third of the average 
in the first 6 years. 

Of the increase in the decade of 160 crores, the expenditure on new lines 
amount to 48 crores; and 16 crores represent the price paid by the State 
for acquiring private interests in lines already in existence, for example, 
Delhi- Ambala-Kallva, Burma and Southern Punjab Railways. The balance 
of over 100 crores represents tbe e.xpenditure incurred on tlie irapi’ovements of 
the open line. 

20. Worhs expenditure . — The statement below gives the total expendi- 
ture on works year by year from 1924-25 and shows separately expenditure 
on new constructions, open line works — capital and depreciation fund 
separately — and amounts spent on the purchase of railways. 


(In Inblia of rupcos ) 


Years, 

constnic- 

tious. 

Open lino 
u'orks. 

Purchase of 
mihvays 
and branch 
line shares. 

Total 

capital. 

Depreciation 

Fund, 

Total 

works 

oxpen- 

diluro. 

1924«2a 




3,20 

10,07 

ID 

13,40 

7,29 

20,75 

1925*2G 




3,93 

16,32 


10.25 

7,98 

27,23 

192G-27 




0,77 

10,13 

4,33 

27.23 

8,05 

35,28 

1927-28 




10,20 

22,19 

3 

32,48 

10,95 

43,43 

1928-29 




9,28 

16,77 

4.30 

29,35 

9,00 

38,95 

1929-30 




0,05 

10,47 

7,00 

30,18 

11,70 

41,94 

1930-31 




4,28 ' 

8,92 

1 

13,21 

9,74* 

22 , 05 * 

1D31.32 




2,70 i 

3,00 


0,09 

8,20 

14,95 

1932-33 




C7 I 

—60 

* • 

7 

0,35 

6,42 

1933-34 




22 1 

1 

—2,28 

— 1 

—2.06 

8.08 

6,02 


♦Excludes a debit of 1,CG labbsfor correction of past erroneous adjustments. 
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No new lines have been started since 1930-31 ; and the expenditure there- 
after, which, as will be seen from the above statement, has been falling 
steadily and rapidl}'', is onl}'- on lines which had been started earlier. These 
are now all practically completed. Expenditure on open line works amounted 
to about 6 crores in each of the years 1932-33 and 1933-34. This amoimt 
was less than one-fifth of the highest expenditure in the decade, viz., 33 
crores. This low figure is partly the result of reductions in stores balances, 
or in other words to eating up of stocks, but to a large extent it is due 
to the policy of postponing all but essential or directly and immediate^ 
remunerative works as far as possible. 

21. Stores balances . — The total stores balances at the end of 1933-34 
amounted to 10 crores, which constitutes a new low record. During the 
year a decrease of 2 crores was achieved. This reduction which follows a 
reduction of 3 crores in the two preceding years is worthy of notice, but 
is to a certain extent due to the fall in prices and general decrease in volume 
of railway business. 

The table below gives the figures of stores balances since 1921-22 : — 


(In thousands,) 


Bail ways. 

1921-22. 

1922-23. 

1923-24. 

1924-26. 

1925-20. 

1920-27. 

1927-28. 

1928-29. 

1929-30. 

1930-31. 

1931-32. 

1932-33. 

1 

! 

1933-34. 


Rs. 

Es. 

Es. 

Es. 

Ea. 

Es. 

Es. 

Es. 

Es. 

Eb. 

Es. 

Rs. 

Rs. 

Assam Bengal , 

24, SI 

31, 4S 

18,38 

12,30 

9,49 , 

12,69 

13,01 

14,91 

18,04 

22,05 , 

! 

20,70 

16,67 

13,56 

Bengal Nagpur . 

1,40,26 

1,01,88 

1,48,09 ; 

1,49,44 : 

1,27,64 

1,17,17 

1,07,87 1 

1,32,69 ! 

1,30,28 

1,21,17 

1,06,76 

1,01,74 

97,08 

Bombay, Baroda 
and Central 

India. 

2,76,83 

2,72,43 

2,33,25 

],’(7,39 

1,62,48 

1,40,28 

1,07,17 

1,62,35 ! 

1 

i 

1,60,82 

1,64,64 

1,40,34 

1,30,51 

1,08,81 

Burma 

66,02 

84,85 

98,71 

84,02 ’ 

76,00 

44,82 

69,41 

61,25 

65,25 

62,55 

60,83 

43,21 

40,00 

Eastern Bengal . 

2,51,03 

1,76,20 

1,67,85 

1,21,99 

1,12,27 

84,07 

84,39 

79,53 

77,21 

76,33 

68,70 

65,47 

40,23 

East Indian (in- 
cluding Oudh 
and Eohil- 

khand). 

3,02,50 

4,39,19 

4,10,00 

i 

' 3,14,19 

2,81,46 

2,48,17 

2,98,92 

3,14,89 

3,03,84 

2,48,39 

2,27,47 

2,08,64 ^ 

1 

1,60,12 

Great Indian 

Bcninsnla. 

4,00,49 

3,88,35 

3,97,77 

2,89,49 

2,38,67 

2,23,13 

2,63,49 

2,41,88 

2,62,01 

2,61,73 

2,18,32 

1,79,58 

1,51,14 

Madras and 

Southern Mah- 
ratta. 

1,50,52 

1,60,09 

1,50,91 

1,02,86 

84,31 

76,76 

93,91 

83,29 

82,60 

79,29 

76,03 

71,80 

1 

1 

53,00 

North Western . 

3,94,12 

3,92,09 

3,79,78 

2,73,36 

2,44,34 

2,80,41 

3,91,69 

3,09,62 

3,47,89 

2,69,81 

2,27,16 

j 1,84,65 

1,65,84 

South Indian 

1,14,45 

1,38,00 

99,02 

77.04 

1,13,30 

1.06,60 

1,23,76 

1,14,61 

* 1,05,72 

93,76 

79,72 

70,46 

66,15 ' 

Other Eailways .. 

31,08 

41.01 

42,63 

42,59 

30,87 

39,33 

^ 46,65 

i 

43,75 

^ 52,09 

* 57,14 

‘ 52,42 

40,81 

42,44 

Strategic lines 

57,70 

57,68 

72,10 

03,38 

82,02 

83,63 

1 92,34 

i 

i 90,17 

1 92,45 

93,70 

90,89 

, 1,01,90 

1 

93,25 

Total . 

23.07,07 

23,50,51 

22,09,16 

17,08,05 

1 

15,08,45 

14,08.85 

17,32.41 

17,08,84 

10,94,80 

15.20,52 

13,65,33 

12,10,34 

10,21,62 


22. Contrihjition to General Revenues . — The contribution to General 
Revenues due for the year 1933-34 amounts to Us. 521 laldis or 2 lakhs less 
than in 1932-33. The'pajanent of the contribution has been held in abeyance 
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until the return of prosperous years. Tlie statement below shows how the 
amount is arrived at ; — 

(Based ou actuals of jiemiltiiuato year 1931-33.) 

iFijjures in thoupaniB.) 


1. 1 per cent, on capital of Its. 7,22,94,99 at charge — com- 
mercial lines — to end of 1931-32 .... 

Rs. 

Es. 

7,22,95 

2. (i) Bcceipls {]931-:i2)— 

Gross tralBc receipts — commercial lines . 

S5,31,1G 


Subsidized companies — share of surplus profits . 

14,75 


Intoresl on depreciation and resers'e fund balances 
and dividends on invesiinonts in branch lines and 
miscellaneous receipts ...... 

99, IT 


Total Receipts 


86,45,08 

(ii) Charges (1931-32)— 

T\"orking ex]>enses — commercial lines 

00,05,91 


Indian States and railway companies' share of surphis 
profits 

G4,19 


Land and subsidy 

9,17 


Intel est — 

On capital at charge— couiiucrcial lines 

30,20.62 


On capital contributed by Indian States and 
companies 

1,. 31,14 


Miscellaneous railway expenditure . . . ^ 

41,71 


Contribution at 1 per cent, on c;\pital at charge — 
commercial lines 

7.22,95 


Total Charges . 


1,00,91,69 

(iii) Deficit 


14,46,61 

(iv) Contribution of l/oth of surplus ... * 


... 

3. Total contribution from railway revenues 1 plus 2 (iv) . 


7,22,95 

Deduct — ^Loss on strategic lines — 

(i) Interest on capital ...... 

1,48,87 


(ii) Miscellaneous railway expenditure . 

4,05 


(iii) Loss in working 

43,48 


(iv) Interest on tbe amount of loss in working met 
Iroin Depreciation Rosei'vc Fund of commercial 
lines . 

5,o5 

2,01,95 

5,21,00 

4. Ket pnvment due from railway to general revenues in 
1933-34 
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23. Depreciation Fund . — The amount appropriated to the depreciation 
iund by debit to the working expenses of State-owned railwaj^s and the amount 
drawn from the fund to meet the expenditure incurred on replacement and 
renewals actually carried out on those railways during 1932-33 and 1933-34: 
are given in the statement below ; — 


(ITigures in thousands.) 


Eailvrays. 

Credits to 
Depreciation 
Fund by debit 
to Revenue on 
account of 
depreciation 
in 1932.33. 

Amount spent 
on Replace- 
ments and 
Renewals and 
charged to 
Depreciation 
Fund in 
1932-33. 

Credits to 
Depreciation 
! Fund by debit 
to Revenue on 
account of 
depreciation 
in 1933-34. 

Amount spent 
on Replace- 
ments and 
Renewals and 
charged to 
Depreciation 
£^nd in 
1933-34. 


Rs. 

Rs. 

Rs. 

Rs. 

Siaie Lines managed hg State. 

i 




'Nor til Western . . . • 

2,92.37 

1,83,14 

2,71,35 

1 

1,11,32 

Eastern Bengal .... 

97,68 

39,31 

1 97,43 

80,77 

East Indian 

2,35,38 

96,05 

2,38,36 

2,68,85 

Great Indian Peninsula . 

1,97,94 

79,13 

1,94,26 

1 

1,19,21 

Burma 

53,44 

46,58 

56,28 

28,37 

State Lines managed hy Companies. 

Bengal Nagpur .... 

1,38,85 

30,45 

1,37,76 

37,14 

Bombay, Baroda and Central India . 

1,38,74 

52,23 

1,38,85 

63,02 

Madras and Southern Mahratta 

90,89 

55,07 

89,80 

56,37 

South Indian .... 

i 77,20 

35,64 

77,60 

31,29 

Other Bailways - . , . 

54,73 

23,33 

66,60 

24,29 

Adjustments : — 





1. Net result of adjustment of cre- 
dits on account of released 
materials and expenditure on 
non-wasting assets of company 
worked Railways under Repairs 
and Maintenance, 


—6,23 


—3,10 

Total 

13,77,22 

6,34,70 

1 

13,56,48 

8,07,63 


24. An analysis of the financial results of the working of the railways 
owned by the State is given in the following statement, for the last three 
3 'ears, bjr each railway : — 










(Fignroa in thon^ands of rtipcoa.) 
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TotaUContral) ^ 1032-33 7,97,11,72 40,30.26 7,50,70,47 80,31,97 02,86,03 23,49,31 3 0 05,21 32,90,52 .. 10,22,93 

L 1933-34 7,95,06,27 10,12,29 7,54,93,98 88,38,69 63,05,66 25,33,03 3-2 56,65 32,57,97 .. 7,96,33 

r 1931-32 11,01 .. 14,01 foU.Ol .. 1,01 .. .. 53 1,03 

Provincial Kailwaya ... . . .-^ 1932-33 11,01 .. 14,01 (a)l,81 .. 1,81 .. .. 67 1,21 

1. 1933-34 14,61 .. 14,61 (o)I,57 .. 1,57 .. .. 46 1,11 





(Figures in thousands of ruiHscs.) 
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III , — General results of working of all Indian Railways. 

25. Traffic and mileage. — The more important statistical figures of 
traffic on all Indian EailTfays are summarised in the table below : — 


Psrticnlars. 

' Year. j 

Class I Railways. 

Other Railways. 

Total of all Railways. 

(t) Total route f 

mileage. u 

1932- 33 

1933- 34 

38,560 

38,298 

4,394 

4,655 


(ii) Number of passen- f 
gets originating 

1932-33 

1938-34 

471,689,600 

456,617,900 

30,205,600 

3^,995,200 

5Dl,895,20a 

489,613,109 

(m) Number of pass- f ^ 
enger miles, \ | 

1932- 33 

1933- 34 

16.890.772.000 

16.384.713.000 

716.682.000 

765.667.000 

17.606.464.000 

17.150.380.000 

(tv) Tons originating 

1932- 33 

1933- 34 

67.163.000 

72.951.000 

3.438.000 

3.562.000 

70.601.000 

76.513.000 

(v) Number of ton f 
, miles. C 

1932- 33 

1933- 34 

16.978.016.000 

18.459.656.000 

224.626.000 

247.161.000 

17.202.541.000 

18.706.817.000 


26. Analysis of earnings. — The total earnings of all railways, includ- 
ing those with which the Government of India is not directly concerned, 
amounted to Rs. 99'58 crores, of which 61‘58 crores or 61-9 per cent, were 
from goods traffic, Es. 30T1 crores or 30-2 per cent, from passenger traffic 
and Es. 7'89 crores or 7-9 per cent, from parcels, luggage and other miscel- 
laneous items. 

27. Passenger earnings . — ^Passenger earnings showed a decrease of 3'86 
per cent., i.e., from Es. 31-32 to 30T1 crores. The following table shows 
the numbers of and earnings from passengers separately for each class for 
the four years previous to the war and for the last six years. Graphs are 
also inserted showing the numbers of passengers carried and of passenger 
miles by classes from 1923-24 : — 



No, or PASSENGEKS OABETED (m 
THOUSAKDS). 

EAEJflKGS mOM PASSENGERS (iN 

THOusAims or rupees). 

Year. 

let 

class. 

2nd 

class. 

■ 

3rd 

class. 

Season 

and 

Vendor’s 

tichets. 

1st 

class. 

2nd 

class. 

Inter 

class. 

3rd 

class. 

Season 

and 

Vendor’s 

tickets. 

1910 . 

685 

2,784 

10,702 

316,839 

24,341 

58,82 

77,23 

94,99 

14,65,16 

16,85 

1911 • 

703 

2,947 

11,409 

331,055 

25,687 

66,38 

83,83 

1,08,88 

16,73,16 

16,86 

1912 . 

700 

3,030 

10,608 

356,789 

26,810 

62,90 

83,31 

91,37 

17,01,35 

17,65 

1913-14 

716 

3,253 

12,000 

390,412 

30,114 

68,94 

88,70 

1,03,48 

18,37,03 

19,36 

1928-29 . ; 

912 

9,585 1 

17,870 

691,079 

* 

1,12,25 

1,91,89 

1,66,43 

33,63,56 


1929-30 

804 

9,125 

17,900 

600,468 

* 

1,04,46 

1,83,56 

1.58,96 

34,11,36 

• 

1930-31 

670 

8,089 

16,189 

650,879 

* 

94,06 

1,70,20 

1,41,34 

30,24,16 ! 

* 

1931-32 

608 

6,937 

12,354 

487,037 

* 

83,34 

1.53,71 

1,22,98 

27,75,41 

« 

1032-33 

420 

5.278 

10,871 

485,317 

♦ 

77,95 

1,47,44 

1,16,14 

27,91,67t 

♦ 

1933-34 

421 

5,050 

10,557 

473,685 ' 


76.07 

1,42,24 j 

1,11,54 

28,79,09 

♦ 


* The miinber of season and vendor’s ticlrets and their earnings included under the respective 
^classes; the former at the rate of 50 single journeys per month. 

Note. — ^I n pre-war reports the sum of the niunhers of passengers carried on each separate 
railway was shown as the total number of passengers carried on all railways. Passengers travelling 
over two or more railways were thus counted as two or more passengers. The actual number^ of 
passengers carried on all railways is in fact the same as the number of passengers originating 
and this figure has been adopted for “ number of passengers carried ” in the reports from 1923-24 
onwards. As tbe number of passengers originating is not available prior to 1923-24 the figures 
of pre-war years have been modifi.ed, 

, t Revised figures. 
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During 1933-34, the number of passengers carried on Class I Railways 
Yvere 15,200,000 less than in 1932-33, and earnings thereon also decreased by 
Rs. 1 crore. The following statement shows how these decreases were distri- 
buted over the various railways : — 


Name of Railway. 

Vamtions in the 
number of 
passengers carried as 
compared ^vith 
l93i-33. 

Variations 
in earnings as 
compared 
with 1932-33. 



Es. 

Assam Bengal 

-267,100 

-3,24,000 

Bengal and North-Western 

- 1,884,400 

- 6,96,000 

Bengal Nagpur 

- 890,600 

-9,02,000 

Bombay, Baroda and Central 
India .... 

-5,226,800 

- 18,65,000 

Burma 

- 879,300 

- 6,72,000 

Eastern Bengal 

-487,100 

- 2,93,000 

East Indian .... 

- 1,213,800 

- 21,16,000 

Great Indian Peninsula , 

-2,602,900 

- 14,31,000 

Jodhpur ..... 
Madras and Southern Maha- 

-f 203,700 

+ 58,000 

in,tta 

- 2,916,700 

-20,06,000 

His Exalted Highness the 
Nizam’s State 

-817,500 

- 1,80,000 

North Western 

-1-1,784,900 

- 13,38,000 

Bohilkund and Kumaon . 

+ 333,700 

+ 78,000 

South Indian .... 

- 381,900 

- 15,48,000 

Total 

-15,245,800 

- 1,32,35,000 


28. Goods earnings . — There was an increase in earnings from goods 
traffic on all railways amounting to Rs. 4-74 crores, chiefly due to improved 
earnings from cotton, raw and manufactured, oil seeds and fuel for public 
and foreign railways. 

The tonnage of, and earnings from, the principal commodities on Class 
I Railways during the_ last two years are shown in the statement below. 
Apart from the main increases, mentioned above, there w'ere appreciable 
increases under rice, sugar, iron and steel wrought, metallic ores, jute raw, 
materials and stores on revenue account and fruits and vegetables. 



1932-33. 

j 1938-34. 

Increase-f 
pecrease— 
in earnings 
Rs. (in lakhs). 

Commodity, 

No. of tons 
originating 
(in millions). 

■Rs. (in orores). 

1 

No. of tons 
originating 
(in millions). 

Rs. (in crores). | 

Incfrea^es, 


! 

i 



Cotton raw and manu- 
factured. 

1-46 

6-19 

1-70 

5-96 

+77 

Oil-seeds . 

1 

2*04 

2-88 

2-57 

3-64 

+76 

Fuel for public and 
foreign Rail^vays, 

17-51 

8-90 

18-47 

9-65 

+76 

Rice .... 

j 3-61 

345 

4-36 

3-89 

+44 

Sugar 

0-64 

! 1'30 

0-84 

1-67 

+37 
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1 1032-33. 

1 1933-34. 

Increnso -f- 
Deorcaso — 
in earning 

Ks. (in lakns). 

Commodity, 

Ko. of tons 
originating 
(in millions). 

Ea. (in crores). 

No. of tons 
originating 
(in millions). 

Bs. (in crores). 

Increases '-condd.. 






Iron and Steel, wrought 

1-16 

2-00 

1-30 

2-21 

+21 

Metallic ores 

1-77 

0-46 

2-24 

0-64 

+19 

Jute, raw . 

0*81 

1-12 

0-99 

1-29 

+17 

Materials and stores on 
revenue account. 

10-63 

2-36 

11-15 

2-50 

+14 

Fruits and Vegetables . 

1-94 

M6 

2-71 

1-28 

+13 

Kerosene . 

0-76 

1-38 

0-79 

1-48 

+8 

Salt .... 

1-34 

1-86 

1-40 

1-89 

+3 

Tobacco 

0-28 

0-73 

0*29 

0-76 

+3 

Marble and stone 

2-24 

0-71 

2-29 

0-73 

+2 

Wheat 

1*46 

1-84 

1-66 

1-86 

+1 

Other commodities 

7-25 

9-04 

8-63 

9-96 

+92 

Decreases. 






Oram and pulses and 
other grains. 

2-49 

3-09 

2-39 

2-91 

—18 

Gur, Jagree, Molasses , 

0-89 

1-39 

0-82 

1-21 

-^18 

(Railway materials 

4*84 

0-51 

4-33 

0-44 

—7 

Fodder 

0-87 

0-54 

0-87 

0-51 

—3 

'Live stock , 

0-16 

0-63 

0-16 

0-50 

—3 

Provisions . 

1-12 

2-76 

1-08 

2-74 

—2 

Military traffic . 

0-34 

0*30 

0-32 

0-29 

—1 

Manures 

0-16 

0-11 

0-14 

0-11 

-• 

Petrol 

0-24 

0-79 

0-23 

0-79 

.. 

Wood, imwrought 

1-18 

0-79 

1-23 

0-79 

•• 

Total 

67-16 

65-17 

72-95 

6g-67 

+460 


29. Alteration in rates and fares. — Coaching Traffic . — There were no 
general alterations in passenger fares in the year tinder review, but mention 
may be made of some of the more important of the changes made on certain 
railways. On the Great Indian Peninsula Railway the basis of the first 
class fare was reduced from 24 to 18 pies per mile over the suburban section. 
'On the South Indian Railway the distinction in fares between mail and 
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passenger trains was discontinued in regard to 1st dlass iares and the fares 
reduced as follows : — 


Previous fan's. Bevisal fares. 


By mail — 

Per mile. 


Per mile. 

1-150 miles ♦ 

24 pies. 

l-loO miles 

1 8 pIcH 

151 and over , 

18 „ 

151 and o\er 

in „ 

By other than mail — 




All distances 

IS „ 




Third class passenger fares on the North Western Railwaj^ were revised as 
an exjierimental measure fi'oiu 1st December 1933 as follows: — 


Previous fares. 

Per mile. 

1-50 miles . . pies. 

51-300 „ . . 3 „ 

301 and over . , 2 „ 


1)' seised fares. 

1-50 miles, 

51-300 „ 

301 and over’ 


Per mile. 
3 jiics. 

2 ’1 )> 

2i 


This revision, while making an appreciable j'ecluction for distances over 
50 miles, meant a slight enhancement for distances over 480 miles. On 
several of the principal railwaj's, the policy of issuing cheap single and 
return journey tickets to meet special conditions was continued. Similarly, 
reduced rates for parcels trafiic were quoted where necessary. To encourage 
the movement of fresh fruit traffic for long distances, several railways quoted 
special rates for wagon loads for carriage by passenger train. 

Goods Traffic , — No reductions of a general nature, i.e., applicable over 
the entire system, have been made by any railway. Such alterations in rates 
as have been notified, have been made in the ordinary course of day-to-day 
working with a view to assisting industries, encouraging the movement of 
traffic or meeting competition l)y alternative means of transport. The follow- 
ing are the more important of the changes thus made on individual rail- 
ways : — 

Rice — 

(a) a reduction varying from 7 to 24 per cent, was made over the 

South Indian Railway for distances varying from 17G to 400 
miles with certain exceptions. 

{!)) a reduction of about 25 per cent, from September 1983, over the 
Bengal Nagpur Railway for traffic to Calcutta and to 
stations on the East Indian, Eastern Bengal and Bengal and 
North-Western Railways. 

Wheat — 

{a) a reduction of about 10 to 32 per cent, from 1st May 1933, over 
the East Indian Railway for traffic from certain N^orth 
Western Railway stations to Calcutta, so as to make the total 
rate from despatching stations to Calcutta Re. 1-0-4; 

(b) a reduction of about 10 per cent., from 1st May 1933, over the 

East Indian Railway from stations in the United Provinces 
to Calcutta ; 

(c) a reduction var^dng from about 20 to 40 per cent, from December 

1933, oyer the Bombay, Baroda and Central India Railway, 
from vid Bhatinda to Bombay, so as to make the .total rates 
from North Western Railway stations to Bombay less tlian 
the rates by the rail-ciun-sen roiito vid Karachi. 


TJingeny or Til oil . — A redudtion of about 10 to 30 per cent, was made- 
from duly 1933 over the North Western Railway. 
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30. Compensation claims for goods. — The table below shows for each 
Class I Railway the amounts paid on accotmt of compensation for goods lost 
or damaged during the last seven years. It wiU. be seen that the total 
payment for 1933-3i is substantially lower than in j)revious years. Incident- 
ally, it may be remarked that in 1922-23 the amount of claims paid exceeded 
Es. 120 laichs. 


> Claims for goods lost or damaged paid htj Class I Railways {exchidingi Jodh- 
pur Railway) during 1927-2S to 193S-34* 


Railways. 

1027-28. 

1928-29. 

1920-30, 

1930-31. 

1931-32. 

j 

' 1032-33.* 

1938-34: 

Pebobktaqe to 
, Goods Earnings. 

! 

1032-33.. 

1933-34. 


Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 


i 

^sam Bengal . . . ' 

18,000 

20,973 

19,090 

16,970 

10,303 

5,600 

5,784 

0-00 

0*06 

1 

Bengal and Korth-I^cstcm 

69,875 

45,387 ’ 

50.914 

20,865 

25,291 

25,866 

13,288 

0*13 

0*06 

Bengal Nagpur 

05,248 

1,02,720 

77,437 

00,128 

11,878 

14,255 

20,002 

0-03 

0*04 

Bombay, Baroda and 
Central India. 

1,67,447 

1,21,175 

1,07,749 

90,011 

40,910 

31,242 

j 

22,054 

0-05 

0*03 

Burma .... 

42,791 

34,090 

18,828 

22 129 ! 

11,947 

9,220 ! 

6,893 

0*04 

0*03 

Eastern Bengal 

1,71,200 

1,53,070 

1,03,360 ; 

83,409 1 

47,013 

43,211 

37,418 * 

0*15 

0*12 

East Indian 

2.30,308 

2,27,000 

1,75,501 1 

1.10,590 1 

00,024 

72,983 

52,150 

0*06 ' 

0*04 

Great Indian Peninsula 

1,18,333 

. 1,45,133 

1,11,392 * 

1,15,364 ! 

1,11,045 

03,868 

72,883 

0*03 1 

0*09 

Madras and Southern 
Mahratta. 

80,517 

05,330 

1,28,478 

70,012 

61,667 

22,641 

18,953 

0*05 

0*04 

His Exalted Highness the 
Nizam’s State. 

11,270 

11,443 

23,075 

10,200 

11,078 

9,899 

4,459 

0-08 

0*03 

North Western . . | 

—30,383 

09,440 

78,321' 

1,20,939 

65,900 

59,117 

21,336 

0*07 

0-02 

1 

Bohilkund and Knmaon . 

7,347 

7,204 

5,775 

2,011 

4,574 

1,220 

2,654 

0*03 

0*07 

Sonfh Indian . 

17,091 

28,350 

22,092 

18,820 

1 13,732 

7,320 

9,523 

0*03 

0*04 

Total 



9,23,804 

7,G5,C72 

5,03,352 

3,00,448 

2,87,405 

0-07 

0*05 


• These figures exclude the amount of credits affordcd<to homo lino departments for the loss of thoir goods. 
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CHAPTER III. 


NEW CONSTRUCTION AND ENGINEERING WORKS. 

31. Capital Expenditure. — At the end of March, 1934:, the total capital 
at charge on aU railways, including those under construction, amounted to 
Rs. 88441 crores, of which Rs. 795‘21' crores was capital at charge on State- 
owned Railways inclusive of premia paid in the purchase of Companies’ 
lines. The remainder, Rs. 89‘20 crores, represented capital raised by Indian 
States, Companies and District Boards. 

The capital at charge of State-owned Railways is composed as follows ; — 

£ 

Liability and debt incurred in purchase of Hailways . 150,106,630 

Less liability and debt cancelled by the operation of 
Annuities and Sinking Funds — ^29,284,941 


Net amount outstanding 120,821,689* 


Direct expenditure by Government 

The above sterling figure converted into rupees 

Total 


Es. (omitting 000) 

. 6,25,66,74 

1,69,39,63* 

7,95,06,27 


Add Provincial Eailways expenditure 

Grand Total 


14,61 

7,95,20,88 


By far the greater portion of this amount, namely, Rs. 7,55,08,59,000' 
is Government Capital and only l-20th or Rs. 40,12,29,000 is owned by 
Companies. These figures include Rs. 34'24 crores on account of capital 
expenditure to the end of March 1934, on strategic lines. 

32. The total capital outlay on all railways during 1933-34 was Rs. 0'20 
crores, of which Rs. — 2-06 crores were spent on State-owned Railways. The 
folloAving statement shows how this outlay of Rs. — 2'05 crores was distribut- 
ed between open line works, rolling stock and new lines, similar figures being 
given for the previous four years and for 1913-14. 


Year, 

Works 

including Stores 
and general 
charges. 

Open Likes. 

i 

Rolling-stock. 

Total. 

New lines. 

Qrakd Total. 


Rs. 

Rs. 

Rs. 

Rs. 

Rs. 


crores. 

crores. 

crores. 

crores. 

crores. 

1913.14 

9*30 

7*31 

10*61 

1*86 

18*47 

1920-30 . 

18*12 

6*65 

23*67 

6*51 

30*18 

1030-31 

6*29 

3*81 

9*10 

4*11 

13*21 

1931-32 

1*74 

2*10 

3*90 

2*79 

6*69 

1932-33 

0*06 

--0-66 

—0*60 

0*67 

! 0*07 

X933-34 

—0*45 

1 —1*82 

1 —2*27 

0*22 

—2*05 


♦£8,008 conve^d at the rate of 13J- and tha balance of £ 120,813, 683 converted at the avorago 

rate of exobango, ruling in tbe year in wbicb tbo liabilities were incurred. 
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33. The distribution of the capital outlay ia 1983-34 over the different 
State-owned lines is shown in the summary below ; — 


Railways. 

Open Lines. 

New lines. 

Gband Total.- 

Works, etc. 

Rolling-etook. 

t 

1 

Total. 

1 


Rs. 

Ra. 

: 

Ea. 

Rs. 


croreg. 

crores. 

crores. 

crores. 

crores. 

Bengal Nagpar 

0*11 

--0*02 

0*09 

0‘06 

0*16 

Bombay^ Baroda and Oontral India 

0-01 

—0-04 

—0*03 


—0-03 

Eastern Bengal 

O’OI 

— U*4G 

—0*42 

0*05 

— 0’37 

East Indian .... 

-^0'02 

— 0-G5 

—0*07 

•• 

—0-07 

Groat Indian Pcnin'^uln . • 

—0-38 

—0*81 

— M9 

-• 

—1*19 

Madrag and Southern iTahinttn * 

--0-07 

0-10 

0-03 

1 

0-03 

North Western • . 

-.0*12 

—0 08 

— 0*20 

0-02 

— 0*18 

South Indian ... * 


0*13 

o-os 

•• 

0-08 

Other Railways 

0*03 

0-01 

0-04 

0*09 

0*13 

Total 

—0*45 

— 1*82 

—2-27 

0-22 

—2*05 


I , 1 

34. Lines opened during 1933-34. — 11'98 miles of railways were 
opened to public during the year and consisted of; — 


2'66 miles on the 5' 6/' gauge. 
9>33- miles on tlie 3' 3f" gauge. 


Details regarding the sections opened are given below — 


Name otline. 

Gauge. 

Mileage. 

Owner: 

Working A^noy. 

Date of opening; 

Hfttidah Ghat Branch 

5' G' 

2-G5 

StatOL 

East Indian, i 

Railway. 

27 th December, 

1933. 

Tnawaddy Bridge at Sagaing 
and approaches. 

' 3' 31' * 

1 

3*82 


Burma Rail- 

ways, 

Isfc Fobruaryj 1934.- 

Original Lino (Bengal Booara 
Railway). 

3' 31' 

5*61 

Unassisted com- 
pany’s lino. 

BtngaV Dooars 
Railway. 

1 

1 

let* Juno. 1933. 


35. Lines sanctioned in. 1933-34. — ^During^ the year under review no 
new line was sanctioned for construction. 

36. Lines under active construction on 31st March. 1934. — At the end 
of the financial year 1933-34 the mileage of ne\v lines under active construc- 
tion was as follows : — 

Miles. 

3' 3|" gauge 50-37 


Total 


50-3' 
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The lines under active construction are given in the table below, which 
also shows the construction agencies and the progress reached : — 


Name of line. 

Gauge. 

Stlileage 

actually 

under 

construc- 

tion. 

1 

Working Agency, 

♦ Progress of work 
(Proportion completed 
on 31st March 1934). 

1. Praohi Road-Una . 

3' 31' 

27*93 i 

Junagad Durbar 

*40 

.2. Khambli Ghat-Phulad (jMauli- 

3' 3|' i 

13*11 

Mewar Durbar 

•40 

Sursinghjika Godha). 





■ 3 , Arasalu-Anantapnr . 

3' 3|' 

9*33 

Mysore Railway « 

•39 

Total 


50*37 




37. Surveys, — ^Although no new lines were sanctioned for construction 
during the year under review, sanction was accorded to certain surveys being 
carried out, as for the proposed Agastiyampalli-point Calimere extension, 
and for a I’ealignment of the Shoranur-Cochin liailway betAveen Idappalli 
and Ernalailam, with a view to fixing the location of a new passenger station 
for Ernakulam. 

The Soutli Indian Railway Administration was also authorised to review 
the traffic prospects and to revise the project estimates of the new' lines pro- 
posed from Karaikudi to Madura rid Mcliir, and from Bodinayakanur to 
Gudalur. 

On the Great Indian Peninsula Railway, the Hiwarlched-ALkot-Alcola- 
Basin and the Khamgaon-Chicldi projects which appeared to show fair 
prospects of a good return, were similarly resurveyed. 

Railways in Sind . — ^The need for adequate facilities in Sind to transport 
the increased volume of agricultural produce available from the large tracts 
'Of land irrigated by the Lloyd Barrage project came to the fore during the 
year under review. The Government of India, therefore, appointed an officer 
to examine and report on the general question of “ Conununications in Sind ” 
with special reference to the Barrage Area. A Railway Officer was also 
^associated with him so as to ensure a proper co-ordination of road and rail 
^construction and the development of feeder roads. Their report is awaited. 

38. The following is a brief account of the more important lines, which 
were imder construction during the year : — 

(i) Arasalu-Anantafiir section of the Shimoga-Ananta-pur Raihvay . — 
The construction of this line has been completed and it is expected to be 
opened for alll kinds of traffic by the end of April 1934. 

(ii) Prachi Road-Vna section of the Veraval-Una Railway . — The 
construction of this metre gauge section which is 27-93 miles long, was held 
up pending settlement of the arrangements in connection with the acquisi- 
tion of land. The land for the raihvay was handed over by the Baroda 
State in December 1933, and active wmrk on the construction of the line was 
taken in hand during that month. The first section of the railway from 
Prachi Road to Jamwala {7'05 miles) is nearly complete and is expected to 
be opened for public traffic in April 1934. Work has also been started on 
the remaining portion from Jamwmla to Una. 

The construction of the Talala-Visavadar section of the Talala-Dhari 
extension has been held up pending the completion of the Prachi Road- 
Una section of the Veraval-Una Railway. 


* *30 signifies that j^th of the work has been done. 

*60 signifies that half the work has been done. 
1*00 signifies completion of the work. 
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39. Important New Works. — (i) Vizagafatam Hariour. — Good pro- 
gress was made in the Vizagapatam Harbour Construction work during the 
year. The suction dredger, “ Vizagapatam was in commission througli- 
out the year and dredging was done at various places. Dredging was in 
progress from April to the middle of June in the outer channel and at 
intervals during the south west monsoon. A sufficient!!}’ wide and deep 
channel to warrant opening of the Harbour to shipping was excavated and 
maintained. The dragline excavator worked along the Southern Lighter 
Channel. The Combined Dipper Dredger and Rock Breaker “Waltair” 
and the crane barges "Mudlark” and "Gamine” were employed during 
the year on the removal of soft and hard material and also on rock breaking 
and dredging in certain areas. The tugs "Dolphin” and "Grampus”, 
the water boat and the anchor boat were in attendance on dredging plant. 
The tugs were also employed in towing barges and cargo lighters till the 
time of opening the Harbour to ocean poing steamers. Launch " I\Iadge ” 
and the combined water and anchor barge " Julia ” were in commission all 
the period. The dumping of stone in and around the two ships forming the 
shell of the Breakwater was carried out at greater speed than expected and 
by the end of September 175,000 tons had been deposited. The Brealcwater 
proved very effective in its dual purpose of causing the deposit of drift sand 
in the sand trap area, and giving sheltered water there and in the channel 
for dredging. The inner channel had for the most part been dredged to the 
depth required ])reviously, but siltation had taken place over certain areas 
which required improvement. The necessary work was done before October 

1933. The Port was oi)ened to .ships of 26 ft. draft on the 7th October 1933, 
and His Excellency the Viceroy performed the official opening ceremony on 
the 19th December 1933. After ships entered, the necessity for improvements 
both in the Turning Basin and at the entrance to the Turning Basin became 
evident and these were executed. The outer channel was also improved at 
the outer limits. The Berth position at present is that there are 3 Quay 
Berths and 4 Mooring Berths available for shipping. After opening of the 
Harbour, the tugs "Dolphin”, "Grampus” and "Sir Guthrie Russell” 
were used in connection with the pilotage of vessels entering and leaving the 
Harbour. ]\feasures for the prevention of waste of filtered municipal water 
by the adoption of a decentralised system of storage were continued during 
the year under review, and a considerable saving has been effected in the 
consumption of municipal water. The construction of the Power House and 
the sub-station buildings were also completed. The Generating Station was 
brought into use on the 16th February 1934. 

(ii) Neic Locomoiitc Yard at Salt Cotaicrs, Madras and Sovthern 
Mahratta Tiaihray. — In connection with the general scheme for remodelling 
railway facilities in and around Madras, it was considered essential that 
the existing out of date engine shed at Rayapuram should be shifted to a 
new site at the old Salt depot at Salt Cotriurs, and the opportunity taken 
to provide an up to date shed equipped with modern facilities. The work 
was accordingly sanctioned at a cost of Rs. 22 lakhs. It is, however, anti- 
cipated that the expenditure will very nearly pay for itself by obviating the 
present light running of engines between Central Station and Rayapuram. 
There will also be other savings amounting to a considerable sum. 

(iii) Ava Bridge at Sagaing . — It was mentioned in last year’s report 
that the bridge over the Irrawaddy at Sagaing was likely to be completed by 
the end of November or early in December 1933. The bridge was opened for 
public traffic with effect from 1st February 1934, but the opening ceremony 
was performed by His Excellency the Governor of Burma on the 2nd January 

1934. The length of the bridge proper from abutment face to abutment face 
is 3,948 feet and at the deepest part of the river the railway track is 102 feet 
above the river bed Including its approaches the bridge is 3‘83 miles long. 
The bridge connects the two main sections of the Burma Railways, hitherto 
linlced only by a ferry service. It also carries the main road from Mandalay 
to Shwebo, 

F 2 
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40. Open line Improvements. — (i) Chamhal Bridge. — The old Great 
Indian Peninsula Railway bridge over the Chamhal River was built in 1880, 
and the girders, which were designed to carry the train loads then in force, 
were below strength for the heaviest standard of loading now in force on 
Iiroad gauge railways in India. The reconstruction of the superstructure of 
the bridge could therefore no longer be delayed and an estimate amounting 
to Rs. 16,69.668 of the cost of the work was sanctioned in April 1933. 

(ii) 'Sutlej River Bridge at Oddarpiudi . — Sevcr.al large embayments 
which had formed in the vicinity of this bridge had extended to a short 
•distance of and had caused erosion to the approach banks, seriously endan- 
gering the entire bi-idgc structure and its approaches. As this state of 
affairs was extremely precarious and liable to expose the bridge to disaster 
during abnormal floods, it was necessarj^ to extend the upstream guide bunds 
urgently by 1,350 feet and an estimate amounting to Rs. 5'29 lakhs was 
accordingly sanctioned for the purjiose in time to have the work completed 
before the next flood season. 

(iii) Bridge Strengthening Programme . — A description of the Jumna 
Bridge .at Delhi was given in last year’s report. During the current year, 
good progress was maintained and the work was completed by the end of 
June 1933. 

On the Bengal Nagpur Railway too it was found necessary to carry out 
an extensive scheme of bridge strengthening on the broad gauge sections, 
notably on the east coast section, the Nagpur line and the Katni Branch in 
order to m.ake them fit for modern heavy loads. The total cost of the work 
is estimated at Rs. 27'94 lakhs. 

Other large bridges which had similarly to be brought up to the stand.ard 
for modern he<a\w engines were the East Indian Railway bridge over the 
Adjai river and the Great Indian Peninsula Railway, Sindh bridge on the 
Jhansi-Agra section, and estimates amounting to Rs. 7’14 lakhs and 5'06 
lakhs respectively were accordingly sanctioned. 

In the case of the Adjai bridge the actual work 'to be done consists of 
the construction of a new bridge for the up lino and the shifting of the down 
line to the centre of the existing piers after suitably strengthening them. 

(iv) Floodwags for the spill of the So7ic River near Koihvar. — As the 
Sone river is liable to he.iAy floods whidi breach its banks in the vicinity of 
Koilwar and as the waterway at the existing bridge at Koihvar is insufficient 
to cope with the entire discharge, it was decided in consultation with the 
Government of Bihar and Orissa to provide additioiml waterway to the 
extent of 660 feet in the East approach bank of the Bridge and an estimate 
amounting to Rs. 5'43 lakhs was accordingly sanctioned for the work in 
November 1933. 

(v) Permanent Waij Renewal. — Of the permanent way renewal works 
■sanctioned during the year, speci.al mention may be made of ro-sleepering 
39'5 miles of wooden sleepers track with transverse -steel trough .sleepers 
between Sh!img<arh and Ramganj Mandi on the Bombay, Baroda and Central 
India Railway. This forms the second section of 'the re-sleepering pro- 
gramme on the 123 mile section of the main line north of Rutlam. which was 
mentioned in the Administration Report for 1931-32, leaving a balance of 
38 miles still to be completed. On the Great Indian Peninsula Railway, a 
programme of replacing wood sleepers with cast iron plate sleepers on .about 
76 miles in the section between Jubbulpore to Naini was similarly sanctioned. 
The order for the necessary cast iron sleepers will be placed in India. 

(au) Realignment'hctwcen Baha^valpnr and <On the Eahore- 

Kai’achi main line between the stations B.ahawalpur and Samasatta and on 
the south side of the Empress Bridge at Ad.amwahan, the raihvay and <th'e 
river Sutlej run par.allel and close to each other for over 6 miles.' -On this 
length the raihvay is being continually threatened by the Tiver and 'has been 
a source of anxiety since 1913. As efforts to train the river properly have 
not, proved successful, it was decided to .abandon the present alignment and 
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40. Open Line .Improvements, — (i) Chamhal Bridge. — The old -Great 
Indian Peninsula Hailwaj'^ bridge over the Chambal River was .built in 3880, 

/U 1 fi -tlin -O'ir/Iftrjs oriifirl_In .rln,i'.n.v iii-Jnn.f].£5_thRn_jn f orcft. 


The order tor tlie necessaT5’-cast;nron-isieepci-3-TnTr- 

(vi) Renlig7}ment'l)etween BaJiawalpttr n7id .Samasatta.—^Qn .thc Ijnhore- 
ICarachi main line 'between the stations Bahawalpurnnd Samasatta and on 
the south side of the Empress ^Bridge at Adamwahan, the railway and tth'e 
river Sutlej run, parallel and close to each other for over 6 miles.' On this 
length the railway is being continually threatened by -the :river and 'has been 
a source of anxiety since 1913. As efforts to train' the river properly have 
not , proved .successful, it was decided to abandon the present alignment and 
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realign the railway, so as to place it well out of reach of the river. The 
work is expected to cost about Rs. 3'56 lakhs. 

(vii) Sliorartur-CocMn Railway Conversion, South Indian Railway . — 
Mention was made of this work in the report for 1932-33. During the year 
Tinder reidew further progress was made and about 80 per cent, of the work 
was completed. The line is expected to be ready for opening by about the end 
of 1934:. 

(viii) Hvhli Station Yard Remodelling , Madras and Southern Mahratta 
'Raihvay. — The existing station at Hiibli is inadequate to meet the traffic 
passing through it which has far outgroivn the present facilities. Tt is, 
therefore, necessary to remodel the station so as to provide better facilities 
for both passengers and goods and also a new locomotive yard and engine 
shed equipped with a suitable workshop and machinery. The work was 
accordingly sanctioned at a cost of Rs. 16-1 lakhs. 

41. Hardinge Bridge. — The vagaries of the river Ganges in the vicinity 
-of the Hardinge Bridge have attracted a great deal of attention during the 
past few years. A definite attempt by the river to return to an old channel, 
where it flowed in 1780 and 1868, developed rapidly during the years 1931 
and 1932. As a result certain protection works which consisted of the pro- 
vision of a new bund and the extension of otliers were undertaken in 1932 
at a total cost of Rs. 30'16 lakhs vnth a view to keeping the river to its 
old course, and completed in May 1933. These additional works came into 
action early during the flood season of 1933 but towards the end of September 
and the beginning of October, an attack of unprecedented severity developed 
on the Right Guide Bank near the bridge and eventual^ caused a breach 
of that Bank for 300 feet which ultimatelj' increased to 1,600 feet. All 
elTorts to arrest the breach were fruitless owing to the depth and velocity of 
the river, but fortunately it was the end of the flood season and the bridge 
was therefore free from danger during the ensuing low water months. 

Owing to the importance of maintaining this -expensive link of com- 
municatioii, it was decided to invite Sir Robert Gales, a -representative -of 
the Consuking Engineers to the Government of India and the original 
builder of the bridge, to come to Paksey, and to advise after personal inspec- 
tion on tlic best expedients that should be. adopted for the -protection of the 
bridge during the floods of 1934. The .protection scheme prepared by Sir 
Robert Gales involves several works costing roughly Rs. 116 lakhs. Work 
wasiput in hand early in January 1934 and is in progress. Meanwhile, with 
a view to maintaining traffic over this route in the event of the possible 
failure of the -bridge in -spite of the additional works undertaken to secure it, 
it was necessary to authorise tlie purchase of a wagon ferry and to put in 
hand certain preliminary works required for a ferry service, at a total cost 
■of Rs. a'80 lakhs. 
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CHAPTER IV. 


TRANSPORTATION AND WORKING. 


42. Statistics. — A convenient method of showing tlie business handled 
by railways is to indicate it in terms of passenger miles for passenger traffic 
and net ton miles for goods traffic. These terms mean that the total number 
of passengers and tons of goods carried are multiplied by the number of 
miles over which they are moved. The following table shoivs the amount 
of traffic thus expressed carried on Class I Railways in 1933-34 as compared 
with the previous two years ; — 


In thousand*!. 


Particulars, 


Passougor miles . 


Net ton miles 
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1031.32. j 

j 

1032.33. i 
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1923*34. 

^ Porwntige of 
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{ + )or 
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vrlth 1032-33. 

t 

17,330.074 I 

1 

10,800,772 1 

1 

16,354.713 i 

—3-00 

f 17,734,607 1 

i 

10,032.652 j 

18,043.937 

+ 8-48 


It will be seen that there has been a decrease in passenger miles whereas 
net ton miles record an appreciable increase during the year under review 
compared with the previous two years. The figures of net ton miles, which 
do not include materials and stores carried in departmental trains, i.e., trains 
run by railways for their own purposes, represent about 97 per cent, of the 
total traffic carried on Indian Railways. 

Service 'performed . — The following table shows the number of train 
miles run in carrying the above mentioned traffic. Passenger train miles 
show a decrease of 0-05 per cent, on the broad gauge and 0-52 per cent, 
on the metre gauge and an increase of 0-96 per cent, on the narrow gauge. 
The figures of goods train miles, on the other hand, show an increase of 
5-34 per cent, on the broad gauge and 4-01 per cent, on the metre gauge and 
a decrease of 0-70 per cent, on the narrow gauge. Full details of train and 
engine miles of Class I Railways will be found in statement No. 17 of Volume 
II and that of Class II and III Railways in statement No. 37 : — 

(i'lrurcj* air In tl ) 
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rarticolors. 

1 

I 

1031-32. 

1032*33. 

1933.34. 

Bercent* 
agool ' 
varta. i 
tioni xrith 
i 1032-S3, 

L ' 

1031-32. 

1032-33. 

1 

: 1933-^. < 

i 

Percent- 
ape of 
\arla- 
tions rrilh 
1032-33. 

1 

t 

1031-82. i 

! 

J 

103 .‘-33. 

i 

1533-34. 1 

1 

i ' 

1 Percent- 
ap8 of 

1 TBrla- 
tions with 
1032-83, 

! 

Paesenger (Inclnd - 1 
Ing proportion 
ot mixed) train 
mlJee.* 

C3.130 ' 

62,408 1 

i 1 

C2.468 

i 

i 

—0*05 

1 30,444 

30,354 

i 

30.156 j 

i 

1 —0*52 

1 

1 

1 

i 

2,374 j 

2,301 

2,323 

-to-oa 

Goods (Inclndlnp 
proportion of 
mixed) train 

mllea.* 

37,290 

I 

1 35,709 

j 

1 ; 

' 1 

' 37.712 

-^6‘34 

18,020 j 

, i 

' i 

ie,217 

i 

1 

18,047 

•f4*01 

1,613 

\ 

1 

1,659 

1 

1,548 

t 

— 0'70 


• IncludcR inlleage ol elcclrle Iccorcotivc Irainj. 


In addition to the train services mentioned above a large amount of 
directly unproductive or “ other ” engine miles, viz., shunting, light and 
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assisting, _ were run. This mileage was equivalent to 17 per cent, of the 
total engine miles including departmental. The total departmental train 
and engine mileage, which is also unproductive, amounted to 9,029 thousand 
miles, or about 5 per cent, of the total engine miles of the unproductive 
mileage, the largest portion being on account of shunting miles. The follow- 
ing table shows the proportion of shunting engine miles per 100 train miles 
for the last three years on the broad and metre gauges : — 



Bboau Gauge. 

Meteb Gauge. 
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1931-32. 

1932-33 
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Percentage 
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Goods trains . — The average through speed of goods trains which is the 
average speed worked out on the total time taken by a train from start 
to finish of its rum. inclusive of stops en route shows an improvement, being 
11-7 miles per train engine hour on the broad gauge and ll-O on the metre 
gauge as compared with 1T5 and 10’8, respectively, for the previous year. 
The average net load of a goods train increased from 380 to 391 tons on the 
broad gauge and from 160 to 168 tons on the metre gauge. The final index 
of goods train working, viz., “ net ton miles per engine hour ” increased 
from 1,827 in the previous year to 1,927 on the broad gauge and from 836 
to 877 on the metre gauge. 

Engines . — The work done by engines is expressed by the figure “ engine 
miles per engine per day ”. Based on the number of engines on the line, 
this figure shows an increase on the broad gauge from 60 to 61 and on the 
metre gauge from 60 to 62. Based on the number of engines in use, the 
number of engine miles per engine per day increased from 105 to 107 on 
the broad gauge and from 99 to 100 on the metre gauge. The percentage of 
engines under or awaiting repairs in mechanical and transportation work- 
shops decreased from 17-6 to 16-9 on the broad gauge, while there was a 
.slight increase on the metre gauge, ®i;s., from 13-7 to 14-3. 

43. Wagon Usage. — The extent to which the available wagon stock was 
utilised may be expressed either in the average number of miles run per 
wagon per day, both loaded and empty wagons being taken into account, or 
in the average number of net ton miles performed b})" a wagon per day. It 
is to be noted, however, that both these statistical figures indicate the work 
done by the total number of wagons on railways and not by the wagons 
actually in use as empty wagons are also taken into account even if stabled in 
sidings when in excess of traffic requirements. The following table shows 
these two results for 1933-34 compared with the previous year ; — 



Wagon miles per 

Ket ton miles per 


wagon day. 

wagon day. 


1932-33. 

1933-34. 

1 1932-33. 

1933-34. 

Broad gauge 

.30-5 

32*5 

■1 

283 

Sfetre gauge • . . • , . * * | 

24*0 j 

2d*5. 

HI 

m 












38 ' 


JiKPORT nv TJIK PAIUVAY- IJOAltl) ON' INIMAX HAIIAVAYS KOU lim-ai. 


The average percentage of uiiperviccable wagons in nicchanicnl and 
transportation workshops and sick lines to tlie total number of goods wagons 
fell from 12;87 to 10-53 on the broad gauge and from 2-93 to 2-40 on the 
metre gauge. 

Passenger vehicles. — Similar figures Avith regard to repairs of passenger 
vebicles sIioav an increase from 1T21 to 11-25 on the broad gauge and from 
8-41 to 8-43 on the metre gauge. 

Turning to individual railways, some of the princijial features of the 
year’s transportation working are as follows ; — 

Bengal Nag'piir Paihvay. — The net ton miles j)er engine hour advanced 
from 1,590 in 1932-33 to 1,782 in 1933-34. The average load of a ti-ain in- 
creased from 42-0 wagons in 1032-33 to 43'9 in 1933-34 ; the average number 
of loaded Avagons per train also increasing from 27-1 to 28-S. The net load 
in tons per goods train consequently improA-cd from 370 to 403. 

Domlvig, Barocla and Central India llaihcay. — The net ton mile.s per 
engine hour adA'anced from 1,793 to 2,001 on the broad gauge and from 1,045 
to 1,124 on the metre gauge. The AA-agon miles ])er wagon day adA'anced 
from 27’9 to 30-8 on the broad gauge and from 28-0 to 34‘] on the metre 
gauge. 

Eastern Bengal Jlaihray. — The .shunting miles per 100 passenger train 
miles fell from 8-95 to 8-25 on the broad gauge and from 9-17 to 8-77 on the 
meti’e gauge and the figures per 100 goods train miles AA-erc appreciably 
reduced on the broad gauge, nz,. from 74-5 to G5-6 aa-IuIc there Avas a slight 
increase in the figures on the metre gauge, viz., from 39-4 to 39-7. The 
net ton miles per wagon day adA-anced from 142 to 101 on the broad gauge 
and from 81 to 88 on the metre gauge. 

East Indian Railnrny. — The net ton miles per engine hour increased from 
2;229 to 2,333. The net ton miles per (gooil.s) locomotive day on tJie line 
as AA-ell as in use increased from 13.624; and 25.672 to- 15.147 and 27,971. 
respectiA’ely. 

Gi-cai Indian Peninsula Jlaihray. — The net ton miles per Avagon day 
increased from 343 to 374 and the net ton miles per engine hour advanced 
from 1 ,927 to 2,071. 

Madras and Southern Mahratta llaihcay. — 'J’he .shunting miles per 100 
passenger train miles on the broad gauge rose from 3-06 to 3-23 Avhile the 
figures per 100 goods train miles Avere appreciably reduced, viz., from 37-3 
to>32-8. The net ton miles per engine hour adA-anced from 1,534 to 1,679 on 
the broad gauge and from 767 to 802 on the metre gauge. 

South Indian Railway. — The net train load rose from 22S tons in 1932- 
33 to 236 in 1933-34 on the broad gauge and- from 145 to 153 tons and 110 
to 141 tons on the metro gauge sections Avorked by steam and electric 
locomotiA'es respectively- The folloAving table shoAA-.s that there Avas an im- 
provement in the not ton miles per engine hour ; — 
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44. Fuel Economy. — The results obtained from the Fuel Economy 
campaign during 1933-34 are illustrated in graphical form. The results 
are on the whole satisfactory. 
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The Fuel Economy Committee met the Fuel Officers of State-managed 
Eailways once dtii’ing the year to reme-w the progress made and the results 
obtained bj'' State-managed Eail-vN'ays and to initiate further measures to be 
adopted to economise in coal consumption. 

45. Punctuality of passenger trains. — The following table shows the 
running of passenger trains on Class I Eailways during the year under review 
as compared with the previous year ; — 


Percentage of 'passenger trains not losing tijne to total mimher of trains run 
during 19S3-S4 as compared with 19S2-SS. 
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* Bombay, Bnroda and Central India, Great Indian Peniiisuln and South Tndinii Rnihrayfi’ 
electric trains. 

It will be seen that on the broad gauge there has been an appreciable 
imiirovement in the punctuality of all passenger trains, except the snliurhan 
electric service which shows a slight falling off. On the metre gauge, although 
the percentage of mixed and suburban trains not losing time remained practi- 
cally the same other passenger trains maintained a better standard' of punc- 
tuality. 

46. Through Mail and Express services. — The following are some of 
the more important changes in the running of mail and express train services 
made during the year under review : — 

East Indian Railway. — Nos. 1 Up and 2 Uoivn Calcutta-Dellii-lvalka 
Mails which were previously running via the main line were diverted rid 
the Grand Chord in order to relieve the overcrowding in Nos. T Up and S 
Down Howrah-Delhi Express trains. 

Nos. 5 Up and 6 Down Punjab Mails running between Moglial.sarai and’ 
Lahore were extended from and to Howrah. 

Great Indian Peninsula Railway. — The running of a bogie fir.st, second' 
and third class carriage between Bombay and Lucknow rM Jliansi on Nos. 5- 
Do-vtTi and 6 Up Punjab Mails between Bombay and Jhansi and by Nos. 601 
Down and 602 Up between .Jhansi and Lucknow was arranged as an experi- 
mental measure from 1st January, 1934. 

47. System of Ticket Checking. — Assam Bengal Railwap. — The line i.s 
sectionalised and several Travelling Ticket Examiner-s are posted to each 
section under a Head Ticket Examiner. The programme for each man is 
drawn up at Headquarters so as to provide, as fan as possible, that the 
majority of trains come under cheek on each section. The bookings of 
Travelling Ticket Examinees are changed every ten days and reliefs are 
arranged to ensure that every section of the line is being checked. 

Bengal and North-Western Railway . — The Travelling Ticket Checking 
Staff is divided' into ten .sections, based on important stations. There are 
three .supervisons who move about the line to cn.snre the efTicienfty of the 
check. 

(1 
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There is one special group which is detailed, as circumstances require, 
to check particulai' areas where it is suspected that systematic fraud is 
prevalent. During mdas, this group helps the regular staff at stations and 
on trains. 

Bombay, Baroda and Central India Railway.— Tickets are checked in 
trains — 

(1) by station staff at selected stations where trains halt sufficiently 

long to enable this to be done, 

(2) by specially appointed travelling ticket examiners. 

Each District Traffic SuperiiUendent is re.spon.sible for making bis oum 
iirrangements to ensure that additional staff' on his district arc utili.'jcd in the 
manner calculated to give most satisfactory results, having regard to local 
conditions. 

Bnrma Railways . — Travelling Ticket TLxnminers work under the orders 
of the District Traffic Superintendent, the numlier vaiying according to the 
size of the district and the train services. Each Travelling Ticket Examiner 
has to check all the trains passing through his section. The railway sy.stem 
is further divided into three parts, on each of which operates a Flying Squad 
of one Travelling Ticket Inspector and Uvo Travelling Ticket Examiners. 

Eastern, Bengal Railway . — The “ Alternate Crew Check ” arrangement 
previously introduced continued on the suburban sections during the year. 
Important and heavy trains arc checked on alternate days bj’ group.s, eacli 
group consisting of a Crew-in-charge and five crewmen. Other trains are 
also checked on alternate days by groups, each composed of two or three men, 
according to the density of traffic. 

On other than the suburban area, all trains are checked daily by groups 
each consisting of one Crew-in-charge and one crewunan. 

East Indian Railway . — The system of checldng tickets as recommended 
by the Moody- Ward Committee, mention of which was made in the la.st year’s 
report, continued in force. 

Great Indian Peninsula Railway . — ])ormancnt flying squad cousi.^ting 
of two Travelling Ticket Inspectors and eight Ticket Checkers and a scale 
porter is employed on the Bomba)* Division to travel in trains and to collect 
excess fares, etc. Flying Squads are also emplo 3 'ed under the Divisional 
Traffic Managers, rvhenever this can bo arranged with the staff' at their 
disposal. 

The crew system under the Divisional Traffic ^Manager, Nagpur, is being 
operated on the Bhusaval-Harda (141 miles) and Bhusaval-Badnora (13(5 
miles) sections. Each group consists of a Foreman and a sufficient number 
of cremnen to allow for the allotment of one man to each coach. Tickets are 
checked on every train in the crew area while the train is running, A Senior 
Inspector of Crews stationed at Bhusaval and Crew Inspectors, each of whom 
has a length allotted, supervise the working of the crews. 

Madras and Southern Mahratta Railway . — The travelling ticket check- 
ing staff is utilised for special checks at selected stations, and also at the 
larger stations where it has been the practice to ^vithdraw temporarilv tlie 
permanent checking staff and to replace them by special duty travelling staff. 

A recent innovation is the authorising of Senior Inspectors of other 
Departments, when travelling by trains and not engaged on their legitimate 
duties, to check trains vvith the object of ascertaining if passengers liold 
correct tickets.^ Altogether 175 Inspectors ha%'e been so authorised. In the 
first month — viz., March 1934 — they detected 350 cases of passengers without 
tickets. 

His Exalted Highness the Nizam’s State Railway . — ^During the fu'st 
three months of the 3 ^ear Travelling Ticket Inspectors worked individually 
and checked important trains daily and other trains at frequent intervals. 
In addition a batch of two or three Traffic Inspectors ma'de surprise checks.' 




H. E. H. THE NIZAM’S STATE RAILWAY 



Leyland buses with English built aU-metal bodies run by the raUway. 
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From July 1933 a slightly revised programme was introduced accord 
ing to which during the first fortnight of each month every Travelline Set 
Inspector by turn Elected daily all important trains on the metre gaLe and 
other trains at frequent intervals.^ The broad gauge system was dilifed into 
five, sections, and batches of two Travelling Ticket Inspectors were deputed 
to each section by rotation to make surprise checks. During the second fort- 
night this pro^dure was reversed, i.e., on the broad gauge individual checks 
were made by Tiaveilin^ xicket Inspectors, all important trains being check- 
ed daily and other trains at frequent intervals while five batches of two 
Travelling Ticket Inspectors in each made surprise checks on the metre gaugo 
system concentrating on each section by rotation. As a result of this experi- 
ment there was an increase in the number of trains checked per day and in 
the number of passengers detected travelling without tickets. 


'North 'U^estern Railway. — An organisation of special ticket examiners 
is formed, who work in groups of five men with one Group-in-charge. These 
groups are employed alternately in checking tickets at stations and on trains 
according to fixed programmes, and, in addition, in flying groups outside 
the ordinary programmes, as and when considered necessary. 


A group of special ticket examiners is occasionally divided into sub- 
groups of not less than two men on the main line sections and one man on 
branch line sections, but when so detailed they are still attached to and are 
under the supervision of their respective Group-in-charge. 


All groups are permitted to collect excess fares from passengers without 
tickets, whether at stations or in trains. 

South Indian Railway. — Travelling Ticket Examiners allotted to the 
districts check trains according to monthly rosters and about 70 per cent, 
of trains are checked daily. Three Ticket Checking Squads at headquarters 
are allotted to the North and South Sections on the metre gauge and to the 
broad gauge. Each squad is split up into three batches who check passenger 
tickets on as many trains as possible. In addition to the three squads there 
is a special Festival Squad, deputed to attend all important festivals and 
check trains near stations at which a festival takes place. Normally their 
work is similar to that of other squads. 


48. Eoad Motor Competition. — ^With a view to formulate a policy for 
the future which would secure as far as possible co-ordinated development of 
road and rail transport facilities, the Government of India appointed a small 
technical committee last year to enquire into the extent of competition between 
the railway and road motor transport in the various provinces of India and 
to collect relevant data therefor. In pursuance of the recommendations of 
the Committee, which submitted its report Icnown as the Mitchell-Kirkness 
Report in January, 1933, a conference was convened by the Government of 
India in Simla in April, 1933, which passed certain resolutions with a view 
to checking undesirable competition. 

The Government of India have been in correspondence with local 
Governments as to the action to be taken to implement the resolutions adopted . 
at the Rail-Road Conference. 

49. Mela Traffic. — The fair or mela traffic on railways invariably calls 
for special arrangements to be made both at stations and in regard to the 
provision of special trains or the attachment of additional coaches to the 
regular train services. Railway Administrations also arrange to give wide 
publicity to these fairs by distributing notices and handbills in English and 
the vernacular in order to stimulate traffip. The following were some of the 
important melas necessitating careful traffic organisation : — 

(1) The Sinhast fair at Ujjain.—This fair which takes place every 12th 
year was in 1933 held from the 15th April to the 15th May, when approxi- 
mately 115,000 passengers travelled to Ujjain and 130,000 from Ujjain. The 
entire medical and sanitary arrangements at the station were under the con- 

q2 
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trol of the Medical Department of the Bombay, Baroda and Central India 
Railway. 

(2) Solar eclifse fair at K^irukshetra . — This important m.ela was held 
on the 21st August. The figures of inward and outward passengers at 
Kiu’iishetra for the period 10th to 25th August 1933 compare with the figures 
for the corresponding period of 1932 as follows ; — 

1933. 1932. 

Iinvard ....... 154,941. 3,244 

t luiward ....... 108,579 5,534 

(3) Adh Kitvibh Mela , — This was held at Hardwar from 20th March 
1933 and continued during the month of April. The attendance which it 
was estimated would have been about 350,000 was adA^ersely affected by 
rumours of an outbreak of plague at Hardwar. 

The nmnber of passengers booked to Hardwar, Jawalapur and Rikhikesh 
during March and April 1933 was 220,897, the earnings on the inward traffic 
only over the East Indian Railway amounting to approximately Rs. 2,81,250. 

There was keen road motor competition particularly between Saharanpur 
and Hardwar but this was countered to some extent by arranging to run all 
special trains from the North Western Railway tlirough to "Klianalampura 
West, where there are no facilities for motor buses to park. The imposition 
by the local bodies concerned of a pilgrim tax of two annas per head on road- 
borne ti'affic entering Hardwar and Jawalapur as is levied on third class 
passengers carried by railway — tended to equalise the factors bearing on 
competitive conditions as between the i^ailway and the road. 

50. Wagon position. — During the year under review, the number of 
wagons were found sufficient to meet all demands except during the month 
of February, 1934. The number of Wcagons loaded recorded an increase of 
approximately 298,000 equivalent to 8J2 per cent, more than the number 
loaded in the previous year. Coal despatches were more by approximately 
905,427 tons, representing an increase of 5*04 per cent, over the previous 
year. 


51. Neutral examination of interchanged wagon stock. — The staff 
working under the Director of Wagon Interchange continued to examine 
Avagons interchanged between railways at the following junctions: — 


Agra Cantonment. 
Ajni Nagpur. 
Chheoki. 
Ghaziabad. 


IClianalampura. 
New Delhi. 
Raichur. 
Waltair. 


In addition to a neutral umpire appointed at Gomoh in July 1932, 
another at Katni Merwara aalos ajjjDointed at the request of the Bengal 
Nagpur and Great Indian Peninsula Railwaj’^s from 1st February 1934. 

52. Debits for damages and deficiencies. — The debits raised for defi- 
ciencies, damages and loose fittings on wagons interchanged at junctions 
under neutral control shoAV a further reduction during the year as Avill be seen 
from the folloAving figures : — 


1932-33 


1933-34 


Xumtcr of 
wagoiis 
inferrhnugcd, 

787,001 

837,221 


Debit per 
'dragon. 

Rs. A. r. 
3 7 9 
2 5 6 


This decrease is chiefly due to the relaxation of certain rules regarding 
charges for damages not usually repaired at train examining stations. 
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The percentage of damaged wagons rejected at neutral junctions during 
the period under review represented 1-4: as compared with 1-7 in the previous 
3'ear. 

The test of vacuum braked wagons at neutral junctions continued dui'ing 
the year, and the number of wagons penalised for inoperative cylinders was 
1-2 per cent, of the total interchanged as compared with 1-5 per cent, in the 
previoxis year. 

53. Railway Collieries. — The output from the principal railway-oWUed 
-collieries during 1933-34: compares with the previous year’s output as 
follows : — 


Colliery. 

Owner, 

Output (tons). 

1932-33. 

1933-34. 

1. Joint Bokharo 

E.I. &B. N. 

485,594 

651,650 

2. Joint Sawang 

E. I. & B. N. 

75,537 

56,097 

3. Kurharbaree and Serampore . 

State .... 

550,320 

604,780 

4. Bliurkimda - . » . 

State . . . ^ 

148,135 

103,348 

0 . Kargali .... 

State .... 

423,919 

495,934 

6. Argada .... 

B.N 

195,078 

197,393 

7. Talcber .... 

B. ]sr. . 

* 18,521 

51,401 

8. Jarangdih .... 

B.. B. & C. I. and M. & 
S.M. 

128,023 

140,810 

9, Talcher .... 

M. &S.M. . 

89,494 

185,130 

10. Knrasia .... 

B., B. &. C, I. 

13,792 ' 

83,477 


State Raihvai/f Collieries. 

Blmvhunda Colliery. — Owing to greatly restricted output, development 
work both underground and on the surface was stopped and raisings had 
•to be reduced by decreasing the working daj’s to an average of 4 per week. 

All buildings, plant and machinery, and the Power House were main- 
tained in a satisfactory condition. The supply of labour and the health of 
the colliery Avere satisfactory. 

Kargali Collienj. — Development AA’ork at the pits Avere curtailed due to 
restricted output and no main headings AA’^ere driA'en. A A^entilation fan AA'as 
installed at the pits and is AA'orking satisfactorily at a capacity of about 
100,000 cubic feet per minute under a AAmter gauge of -9 inches. 

All PoAver House and colliery machinery Avere maintained in a satisfac- 
tory condition. The labour supply and the general health of the community 
AA'ere satisfactory. 

East Indian and Bengal Nayjnir Joint Sawany Colliery. — ^No construc- 
tion Avork has been carried out at this collierj’- during the year under reAueAV. 
The labour supply AAms adequate and the health of the community Avas good. 
Ho reportable accidents occurred during the year. 

East Indian and Bengal Nagjnir Joint Bokliaro Colliery. — ^No new 
construction A\;ork was undertaken at this colliery during the year under 
review. The laying of the pipe line from the Air Compressor to the quarries 
lias been completed. The screening plants and haulages have worked satis- 
factorily, The labour supply Avas adequate and the health of the community 
'Was good. 
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There were nine reported accidents during the year under review, _ in 
which nine persons were injured, one of whom, an earth-cutter died in hospital 
as a result of the injuries sustained by him. 

Giridih Collieries. — (i) Seram f ore Colliery. — Conditions at this colliery 
continued to be dill’icult but the output has been satisfactorily maintained. 
Underground fires in places grew active but were successfully dealt with. 
The ventilation of the mine has been further improved by enlarging the area 
of many airways and rc-inforcing separation stoppings. The undergi-ound 
haulage systems have worked satisfactorily. 

(ii) Kurharharee Colliery. — The noce.ssary output was satisfactorily 
maintained. Conditions underground have been difiicult but are improving. 
A slight ignition of fire-damp occurred in a district in No. 1 Jubilee pit on 
the 13th May 3933, but no one was burnt. Safety lamp.s were installed at 
once. The gas diffused immediately and there has not been a trace of it found 
since. This, as far as is known, is the first time fire-damp has licen found at 
Giridih. Tlic gallery in which it appeared is an area intersected by dykes 
and faults. 


(iii) By-product Coke Oren.^\ — 3'he outturn from the By-product Coke 
and Benzol Plant for the year was as follows 


(1) Coke 

(2) Tai 

(3) Sulphate of Ammonia 

(4) Sulphuric Acid 
(o) Benzol 

(G) Befined Rolvont Xaptha 
(T) Crude «.olvent Naptha 


19,972 tons 3 cAvts. 0 qis 

795 ,, IS ,, 0 

214 G „ 3 

273 „ 12 „ 3 ,, 

27,237 gallons. 

S80 „ 

3G7 „ 


The whole plant worked satisfactorily during the year. 

Bombay, Baroda and Central India and Madras and Southern Mahratta 
Railways’ Jarangdih Colliery. — Tlie output from this colliery decreased by 
16.910 tons as compared with the previous year’s output. This colliery is 
considered to have reached the revenue earning stuge from Ist April 1934. 

Bombay, Baroda and Central India Raihvay’s Kvrasia Colliery. — 'I'hc 
output from this colliery increased by 69.282 tons as compared with the 
previous year’s output. This colliery is being developed to its full capacity 
of 250.000 tons per annum. 

Bombay, Baroda and Central India and Madras and Southern Mahratta 
Railways' Joint Rcligara and Dari Colliery. — The lease on this colliery was 
terminated on the 29lh January 1934. 

Bengal Nagpur Railway’s Talcher Colliery. — The development of this 
colliery is still in progress and although the colliery has not been propcrlv 
opened, supplies continued during tlie year under review and the total raisings 
amounted to 52,196 tons. 


Coal mined in India. — In 1933 the total coal mined in the various Pro- 
vinces of British India amounted to 18,160.681 tons as against 18.719.587 
tons in 1932, or a decrease of 558,906 tons. 

Quantity of coal despatched by rail. — The quantity of coal carried by 
the East Indian and Bengal Nagpur Railways wms as follows : — 


East Indian Kail way 11,7GG,800 tons. 

Bpiignl Nagpur Bnihvav 7,371,919 ,, 

Shipments of coal from C'fffct/fta.—Shipments including bunker coal from 
the Port of Calcutta to Indian and Foreign Ports during 1933-34 amounted 
to 2,372.683 tons of which 300.060 tons were on account of Indian Railwav’s 
and 140,799 tons for Ceylon Government Railways or a total of 440,859 tons 
as compared with 004,629 tons in 1932-33. 

Tonnage of Coal inspected by the State Railway Coal Department.— 
The State Railway Coal Department inspected 5.974.940 tons coni duriim 
1933-34 as compared with 5,677,166 tons in 1932-33. 
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Indian Coal Grading Board . — The State Railway Coal Department 
continued to carry out work on behalf of the Indian Coal Grading Board 
to various ports during the year. The amount of cargo coal shipped under 
the Indian Coal Grading Board to various ports during 1933 was 1,896,155 
tons and inspections were carried out by this Department both at the collieries 
and Kidderpore Docks. 
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CHAPTER V. 

ROLLING STOCK AND MATERIALS. 

54. Additions to equipment. — During the year the following rolling 
stock, including arrears brought forward from previous years, was on order 
for broad and metre gauge railways respectively : — 


Items, 

Broad Gauge. 

Metre Gaxige. 

Locomotives .... 

18 

35 

Coacliiug Stock ...» 

264 

282 

Goods Stock .... 

. 3,142 

716 

Those actually placed on the line by 

the end of the year Avere 

as follows : — 

Items. 

Broad Go age. 

Metre Gattge, 

Locomotives . . . , 

15 

19 

Coacking Stock .... 

210 

125 

Goods Stock .... 

. 2,600 

333 


55. The numbers of coaching and goods stock shown in the preceding 
paragraph are stated in terms of four-wheelers, a bogie being reckoned as 
two four-wheelers. These figures do not, however, represent the actual net 
additions to rolling stock as they also include stock built in replacement of 
existing engines and vehicles which had reached the end of their useful life. 

No broad or metre gauge locomotives were obtained as additions during 
the year. On the broad gauge 128 locomotives ivere scrapped during the 
year, of which 15 were replaced so that the number of locomotives on 31st 
March 1934 was 113 less than at the beginning of tlie year. The number of 
metre gauge locomotives at the end of the year was 23 less than at the- 
beginning, 42 being scrapped during the year, 19 of which were replaced. 
The average tractive effort per engine rose in the course of the year from 
25.045 lbs. to 25,262 lbs. on the broad gauge and from 14,707 lbs. to 14,906' 
lbs. on the metre gauge. 

Coaching vehicles . — The number of broad gauge coaching vehicles at 
the end of the year was 124 less than at the beginning, due to 334 being 
scrapped during the year, of which 210 were replaced. On the metre gauge,, 
the number of coaching vehicles at the end of the j^ear was 95 less than at the' 
beginning, 220 being scrapped during the year, of which 125 were replaced. 

Wagons . — There was no addition to the number of broad and metre- 
gauge wagons. The number of broad gauge wagons at the end of the year 
was 1,328 less than at the beginning, due to 3,928 being scrapped during 
the year of which 2,600 were replaced. On the metre gauge, the number of' 
wagons at the end of the year was 775 less than at the beginning, 1,108 
being scrapped during the 3'ear, 333 of which were replaced. 

56. The graphs on the following pages show the total number of locomo- 
tives, boilers, carriages and wagons provided for in the programmes of Class I 
Railways during the past eight years. These figures include replacements- 
and renewals. 
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57. Supply of rails and fishplates from indigenous sources. — ^During 
the year under review orders amounting to approximately 38,916 tons of rails 
and 1,546 tons of fishplates were placed with the Tata Iron and Steel 
Company. 

58. Development of the use of indigenous timbers for carriage 
building. — The total consumption of timber in Carriage and Wagon Shops 
was about 21,231 tons compared with 28,000 tons in 1932-33 and 29,000 tons 
in 1931-32. As new construction was much reduced, no less than 82 per cent, 
of the total timber consumed was used for repairs and miscellaneous work. 
It will be seen from the following figures that the proportion of indigenous 
timbers used has steadily risen ; — 

Percentage of total. 

Indian Teak 

Burma teak, and miscellaneous 
timters. 

1930- 31 50 50 

1931- 32 40 60 

1932- 33 36 64 

1933- 34 33 67 

When more new coaching stock is constructed the demand for Burma teak 
may be expected to increase, provided the price is satisfactory. 

On the East Indian Railway twenty-three bogie vehicles were constructed 
with kiln-seasoned timber and sent into traffic and forty-six vehicles, partly 
constructed of indigenous timber, passed through the shops for overhaul 
during the year. The timber was found to be still serviceable although in 
some cases shrinkage and warpage had taken place. 

On the ISTorth Western Railway the use of indigenous timber was 81 
per cent. 

The total amount spent on timber, other than sleepers, by Class I Rail- 
ways (excluding His Exalted Higliness the Nizam’s State Railway and the 
Jodhpur Railway) during the year was Rs. 21-51 lakhs compared with 
Rs. 14-17 lakhs in 1932-33 and Rs. 37-99 lakhs in 1931-32. 

59. Wooden Sleeper Purchase Organisation. — The total purchases of 
wooden sleepers during the last three years have been : — 




1931-32. 

1932-33. 

1933-34. 



(Number of 

sleepers in 

lakhs.) 

Broad gauge 

. 

21-34 

12-15 

12-37 

Metre gauge 


11-47 

11-06 

10-29 

Narroxo gauge 

. 

1-30 

1-17 

2-20 


Demands for renewals on the broad gauge were reduced for the sake of 
economy and there was no new construction during the year. 

The relative position of the various lands of sleepers can be seen from the 
following percentages, based on the total number of sleepers in the track of 
Class I Railways : — 

■ 1933-34. 



Wood. 

Cast 

Iron. 

Steel. 

Other 

Muds. 

Broad gauge 

44-3 

38-6 

16-6 

0-5 

Metre gauge 

71*8 

6-0 

22-1 

0*1 


The wooden sleeper track mileage of all gauges on Class I Railways on 
March 31st, 1934, was 28,870 miles out of a grand total of 53,211 miles. 

No wooden sleepers were imported from abroad, and very few orders 
for special sized sleepers were placed in Burma, unlike previous years, 
because the reduced requirements could be met in India at lower prices. 
The price of sal sleepers in the Eastern Group remained steady at Rs. 5-1-4 
for broad gauge and Rs. 1-15-3 for metre gauge sizes. 

h2 



48 


REPOET BY THE RAILAVAY BOAED ON INDIAN RAILWAYS FOR 1933-34. 


At Dhihvan on the North Western Eaihvay the following soft wood 
sleepers of coniferous trees w'ere impregnated with a mixture of 40 per cent, 
creosote and 60 per cent, liquid fuel : — 

Fir. Chir. Kail. Deodar. 

Numbei' of broad gauge sleepers . 04,342 147,952 6,746 

Absorption ..... 15*5 lbs. 15*4 lbs. 16’6 lbs. ... 

The price of the treated sleepers, including all charges, were ; — 

Es. A. r. 

Treated cbir . . . . . . . . . 5 10 5 

„ fir 4 15 0 

„ kail 559 

The cost of treated sleepers has gone a little higher than in the previous 
year, owing to 2,19,040 sleepers being treated in 1933-34 against 4,03,543 
in 1932-33, thereby increasing the proportion of the treating charges and 
also on account of the average higher jirice of Chir and Kail sleepers paid in 
1933-34. The reduced number of sleepers treated was partly due to short 
deliveries against the contracts placed. It is, however, anticipated that the 
charges will be considerably reduced in 1934-35 as 5 to 6 lakhs of sleepers of 
all kinds are likely to be treated. 

The sleeper treating plant at Naharkatiya, Assam Bengal Railway, had 
an output of 1,69,903 metre gauge sleepers. The cost of the sleeper was 
Rs. 2-4-0 and the treatment came to 12 annas per sleeper, total Rs. 3 as com- 
pared with Rs. 3-1-3 in the previous year. 

The total amount spent on wooden sleepers on Class I Railways (exclud- 
ing His Exalted Highness the Nizam’s State Railway and the Jodhpur 
Railway) was Rs. -92 crores compared with Rs. 1-27 crores in 1932-33 and 
Rs. 1-59 crores in 1931-32. 

The annual meeting of the Sleeper Pool Committee took place at the 
Railway Board’s Office, New Delhi, on the 27th October 1933. 

60.' Value of railway materials purchased. — The value of stores pur- 
chased by Class I Railways (excluding His Exalted Highness the Nizam’s 
State and Jodhpur Railwaj’^s which are mainly the propert}’ of Indian 
States) shows an increase from Rs. 11-04 crores in 1932-33 to Rs. 11-97 croi-es 
in 1933-34. The principal increases, as indicated by the statement below, 
were under rolling stock (87 lakhs) and tools and stores (43 lakhs). Against 
this there were decreases under the heads electric plant (9 lakhs), workshop 
machinery (9 lakhs) and other materials (18 laklis). Of the total increase of 
Rs. 93 lakhs, Rs. 16 lakhs were accounted for by ” imported materials ” and 
77 lakhs by “ indigenous materials ”, the increase under the latter being 
mainly under rolling stock (66 lakhs) and tools and stores (11 lakhs). 
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BEPOETED MATERIALS. 




Heading. 

Purchased 

direct. 

purchased 
through 
Agents in 
India. 

^ Total 

imported 

materials. 

Value of 
indigenous 
materials. 

Total 

purchases 

1933-34. 

Total 

purchases 

1932-33. 


Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rolling stock . .... 

crores. 

0*41 

crores. 

0*84 

crores. 

1*25 

crores. 

0*95 

crores. 

2-20 

crores. 

1*33 

Tools and stores . • . . . 

0-14 

P73 

1*87 

1*C0 

8*47 

3*04 

Permanent way , , . . . 

0*04 

0‘05 

0*09 

1*92 

201 

2*07 

Electric plant • , • 

0*07 

0-43 

0*50 

0*03 

0‘53 

0*62 

Bnilding and station materials and fencing . 

0‘01 

0-10 

0*11 , 

0*09 

0'20 

0*18 

Bridge work 

.. 

0*13 

0*13 

0*08 

0*21 

0*13 

Workshop machit\ery . , . 

C*05 

0‘11 

0*16 

.. 

016 

0*25 

Engineer’^ plant . 

0*01 

0*07 

0*08 

0-01 

0*09 

0*14 

Other materials^ . . * • . 

•• 

0-18 

0*18 

2*92 

310 

3*28 

Torn. 

0*73 

3-64 

4*37 

7*00 

11‘97 

11*04 


♦ Other materials consist of coal and coke, stone, bricks, lime and ballast, ote. 
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Running repairs shown thus- 

Workshop repairs shown thus 1 \ 

Operating expenses shown thus 
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Broad Gauge. 



GOODS VEHICLES. 

Cost of maintenance and operation of 
carriage and wagon stock per 1,000 
gross ton miles. 

i7) 

Broad Gauge. 



OPERATING EXPENSES. 

Cost of operation of carriage 
and wagon stock per 1,000 gross 
ton miles. 


( 6 ) 

Metre Gauge. 



GOODS VEHICLES; 

Cost of maintenance and operation of 
carriage and wagon stock per 1,000 
gross ton miles. 

( 8 ) 


Metre Gauge. 



Cost of operation of carriage 
and wagon stock per 1,000 gross 
ton miles. 
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61. Purchase of Stores by railways through the Indian Stores 
Department. — The total value of stores purchased by railways through the 
agency of the Indian Stores Department during the year under review 
amounted to Rs. 176-06 lakhs of which Rs. 20-47 lakhs represented the value 
of textiles and Rs. 155-59 lakhs that of engineering, hardware and 
miscellaneous stores. The list of items, the purchase of which by State- 
managed Railways through the agency of the Indian Stores Department is 
obligatory, was reviewed and the following items of railway stores were 
added to the list, namely : — ^boilers (non-loco) and tubes for the same, electric 
welding plant, electrodes, electric cranes, air compressors, motors and con- 
trol gear for driving machines (except where the motor forms a component 
part of a machine), gangmen’s tools, superheater elements, Diesel electric 
locos, poles tubular for signals (where purchased without signals), point 
rodding (tubular or solid), leather, India rubber and canvas goods, belting 
of all kinds (leather, cotton, hair, rubber and balata, etc.), wire steel (mild) 
cloth linoleum, track tools bolts and nuts (including fishbolts and nuts), steel 
springs, laminated helical and valute and steel spring material, buffers and 
buffer parts, lavatory fittings, carriage ventilators, coat hooks, luggage racks, 
door fittings, window fittings, window glass, rubber buffing and draw springs, 
carriage rubber fittings, hand tools of all descriptions (excluding precision 
instruments), nails, rivets of all kinds and sizes, springs and steel spring 
material, glassware and glass. 

The value of stores purchased by railways through the Indian Stores 
Department has increased from Rs. 152-77 lakhs during the previous year 
to Rs. 176-06 lakhs during the year under review. A comparison of the total 
value of stores purchased by railways during the recent years with the value 
of purchases made by them through the Indian Stores Department during 
the same period will also show that there has been a progressive increase 
in the percentage of the value of purchases through the Indian Stores Depart- 
ment to the value of total purchases by railways. 

62. Cost of maintenance and supply of locomotive power and cost 
of maintenance and operation of carriage and wagon stock. — ^The results 
obtained during the year under review and the seven previous years in regard! 
to the cost of maintenance and supply of locomotive power under the three 
major heads of accounts (running repairs, workshop repairs and operating 
expenses) and also of the cost of maintenance and operation of carriage and 
wagon stock per 1,000 gross ton miles for both broad and metre gauges of 
the Class I Railways in India, are reproduced in graphic form on the two 
preceding pages. 

63. Central Standards Office. — During the year under review the 
Structural Branch of the Central Standards Office has standardized designs 
•of diamonds and slips for Broad Gauge using 90 R rail section, and reports 
have been received of the successful trial manufacture of similar designs for 
Broad Gauge using 115 lbs. rail section. Stretcher bars for points Broad 
Gauge have been standardized. 'Messrs. Tatas commenced the preparation 
of rolls for the special sleeper section designed bj'- the Central Standards 
Office for Broad Gauge Turnouts laid on steel sleepers and the detail designs 
of these turnouts -with loose jaw and key type of rail fastening -were taken 
in hand. Tentative drawdngs for ordinary track steel sleepers Broad Gauge 
with India Office pattern loose jaws have been issued and an order has 
been placed for trial of these sleepers by the North "Westei’n Railway. During 
the year a new design of cast iron sleeper with simplified fittings was evolved 
by the Central Standards Office. This has withstood the drop test and on 
the recommendation of the Track Standards Committee foiu’ Broad Gauge 
Railways have been asked to make trials of it in the road. Tentative standard 
13' 6" over-riding switches for Metre Gauge 75 R and 60 R rail track have 
'been issued and Railways asked to place trial orders. Broad Gauge 75 R 
turnouts were taken in hand. 

Standard designs of plate girders were completed and standardized for 
ispans of 10 ft. ; 12 ft. ; 15 ft. and 20 ft. clear for Broad Gauge M. L. and 
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H. M. load standards. Designs for 30 ft., 40 ft. and 60 ft. spans were 
taken in' hand. 

Preliminary investigations and tests were carried out "with the assist- 
ance of the North Western Railway, Bridge Department, on 50 ft. long arc- 
welded lattice purlins to be incorporated in standard designs of platform, 
roofs. 

In the Mechanical Branch of the Central Standards Office detail draw- 
ings of CR and CMR types of covered wagons were prepared and issued. 
In addition over 500 drawings of additional underframe and wagon part 
drawings also coaching bod}’' jiart draAvings were prepared and issued. 

The Avork of the Standards Committees during the period under review 
is indicated in the folloAving notes. 

64. Locomotive Standards Committee. — During the year the Locomo- 
tive Standards Committee met once in Pebruary 1934. 

At this meeting the Committee examined and approA’ed the design of 
the proposed Metre Gauge 3,600 gallon tender, suggesting certain detail 
modifications be incorporated. The Committee also considered the report 
submitted by the Madras and Southern Mahratta Raihvay on the perform- 
ance of the YK type locomotive. A large number of minor modifications 
necessitated by experience of the standard locomotives in operation AA'ere 
dealt Avith and to meet the particular requirements of individual administra- 
tions, additional items Avere recommended for inclusion in the list of per- 
missible alternatiA’es. 

65. Carriage and Wagon Standards Committee. — The Carriage and 
Wagon Standards Committee met once during the year in November 1933. 

At this meeting the Committee dealt Avith a number of minor modifica- 
tions found necessary in operation, to the running gear and carriage and 
wagon bodies. The design of carriage and Avagon axleboxes Avas thoroughlj’" 
considered and recommendations Avere made which it is hoped Avill reduce 
the number of breakages of axleboxes noAV exjierienced on the Broad Gauge 
Raihvays. The Committee examined and approA’ed, subject to minor modifi- 
cations, the draAvings of the neAv CR and CMR type Avagons prepared by 
the Central Standards Office, also draAvings of inspection gauges for carriage 
and AAmgon fittings and made recommendations for gauges for further details. 

The report on the standardization of electrical equipment and specifica- 
tions for electrical equipment submitted by the Electrical Sub-Committee Avas 
considered and approved. 

66. Bridge Standards Committee.- — During the year 1933-34 a meet- 
ing of the Committee aa’RS held at Delhi in January. 

The Conunittee recommended and the Raihvay Board accepted the 
British Standards Institutions’ Specification of Standard Welding Nomen- 
clature, and it Avas agreed that the North Western Railway continue Avith 
testing work in connection Avith the application of AA’elding to bridges AA’hich 
AA'ould giA’e a basis for more detailed insti’uctions for the future. 

Certain clauses of the Bridge Rules, 1933 Avere revised in the light of 
I'emarks received since their issue, and on the results of further experiments 
on tractive and braking forces on bridges and longitudinal stiffness of track 
made by the North Western Raihvay an additional rule Avas framed for the 
purpose of relaxation for disj^ersion of these forces for existing bridges. 

An important subject discussed AA’as the adoption of High Tensile Steel 
for bridp’es; the Raihvay Board accepting the provisional specification for 
such steel as drafted by the Committee as a basis for a tentative specification. 
Further the Committee discussed the possible economic utilization of Hi»h 
Tensile rolled steel beams for small joist spans, and recommended that this 
be examined by the Central Standards Office. 

The Committee also recorded their opinion as to the most suitable types 
of reinforced concrete slab tops for small bridges, and modified the tentative 
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Indian Eaihvay Standard Specification B 1 and B 3 for bridge work and 
steel structures in the light of various remarks received prior to their being 
finally adopted and issned. 

67. Track Standards Committee. — meeting of the Committee was 
convened in March and one of the most important recommendations accepted 
by the Eailway Board was the I’eduction of the amount of the ramping of 
wing rails of crossings which was based on actual measurement of worn 
crossings in the track. 

The present length of standard fishplates was considered with regard to 
both economy and efficiency and the Committee basing their recommendations 
on extensive experimental data from American Eailways, recorded that no 
change in the length of the present fishplates is justifiable. 

In considering the results of the Dynamometer Car trials regarding the 
question whether gauge widening on curves up to 5 degrees is necessary the 
Committee deferred their recommendations pending further experimental 
data. 

Two types of Cast Iron plate sleepers, viz., the East Indian Eailway 
type and the design evolved by the Central Standards Office Avere considered; 
the former Avas accepted as an approved tj’^pe and trials of the latter were 
recommended. 

The Committee considered that in the absence of any improA^ed heel joint 
design AA'hich is both cheap and satisfactory the existing type as shoAvn on 
the Standard designs should continue to be used. They also recorded that 
OAmr-riding SAvitches continued to prove satisfactory, and that no change 
should be made in the present designs until some definite defect has been 
found. 

They recommend minor modifications to the diamonds and slips designed 
b}' the Central Standards Office and recorded their discussion on the 
following : — 

(1) Morgan type of fishplate. 

(2) BroAvn Bayley’s spring Avashers for fishbolts. 

(3) Eail bound manganese steel crossings. 

(4) Guest Keen and Nettlefields composite steel sleeper. 

(5) Messrs. Henry Williams saddle plate steel sleepers. 

(6) Chrome steel for points and crossings. 

68. Signalling and Interlocking Standards Committee. — The Com- 
mittee met in Delhi in November-December after having inspected the double 
Avire system of AA’orking Avhich has been installed for some years at a number 
of stations on the Assam Bengal EailAvay and recorded their opinion AAdiether 
this system could be accepted as safe, reliable and efficient for standard (iii) 
unrestricted speed or alternatiA'ely for standard (ii) speed restricted to 40 
miles per hour. They also inspected the Assam Bengal Eaihvay Point Lock 
and recorded their recommendations. 

Specifications for standard Magneto Wall Telephones and electric cables 
for raihvay signalling Avas discussed and modification for the folloAving 
specifications Avere recommended in the light of remarks received from various 
sources : — 

(1) I. E. S. Sl-30 for galvanized solid steel Avire for signalling 

purposes. 

(2) I. E. S. S7'32 for Eoundels, glasses and lenses. 

(3) I. E. S. SlO-32 for signalling and interlocking fittings. 

Criticisms of the Manual of Instructions for the Installation and 
Maintenance of Block Signalling Apparatus and additions to Eule 237 in 
Chapter X of the General Eules for all Open Lines of Eaihvays in British 
India Avere also subjects of discussion. 

I 
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The Committee’s final recommendations regarding the three standards 
of signalling and interlocking equipment to be adopted at stations for : — 

(1) 25 miles per hour, 

(2) 40 miles per hour, 

(3) Unrestricted speed, 

were accepted by the Railway Board. 

The provision of lights to be displayed at level-crossing to the road as 
well as to the railway as a signal to an engine driver received prolonged 
attention and the Committee’s views were circulated to all Railway 
Administrations . 

Proposals for Tubular steel signal jjosts were examined by the Committee. 
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69. Number of stafl. — The total number of employees on all Indian 
Railways and in the office of the Railway Board and other offices subordinate 
thereto (excluding staff employed on construction) at the end of the year 
1933-31: was 701,3^62 as compared with 710,512* at the end of 1932-33. The 
total route mileage at the end of the year was 42,953. The following table 
shows the number of employees by cdmmunities on the 31st March 1933 and 
1934. A similar statement showing details bj’' railways is given as Appendix 
C of Volume II of the Report by the Railway Board on Indian Railways for 
•1933-34. 


j 


Indians. 


Dato. 

Eurd^ana. 

Hindus. 

Muslims. 

Anglo- ! 
Indians 
and domi- ' 
died Euro-j 
peans. 

1 

Sikhs. 

Indian 

Christians.^ 

Other 

classes. 

Total. 

Grand 

Total. 

Slat Slarch, 1933 

4,314* 

504,282* 

153,080* 

13,080* 

8,GM* 

15,002* 

U,5d5* 

706,198* 

710.612* 

31st March, 1934 • 


497,505 

j 

151,625 

12.844 

8,339 

16,167 

10,976 

697,456 

701.362 


♦ Represents revised figures duo to minor corrections niado in the figures puldished last year. 


70. Cost of staff. — The following statement shows the number and cost 
of all staff, superior and subordinate (including labourers), permanent and 
temporary, open line and construction, emploj^ed on Class I Railways during 
the years 1932-33 and 1933-34. Contractors’ labour is not included. 
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Assam Bcngnl . < 
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67 

1 

j 16,341 

1G,40S 

A7I 
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11,19,427 
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1 75,14,020 

76,14,026 
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Bengal and isorth-l 
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10,89,917 

63,88,081 

79,77,098 

70,77,998 

( 
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1034 

194 

64,681 

61,875 

ATI 

1 A7I 

ATI 


31,69,537 

1 2,80,17,584 
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o 

* 208 
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India. C 
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4,07.30,010 
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4,07,30,019 


Koix I,—* Rcpicscntfi revised flgures for 1032-S3 due to cbaDgcR made by the rallvoy a dmluUt rations In the figures published last year, 

KOXB 2.— The flgnrca of coat Include the ealarlca end rrages of Btaff. bonus coo trl bo tions to the provident fund, gratuities, overtime allowances and all other 
allowances which arc of the nature of extra pay and which are not granted to meet some dcllnlto expense Incurred In the performance of duty, such as 
travelling allowance. 
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1,166 
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3,20,70,371 

31,40,21.063 

34,60.01.434 

34,64.65.007 


NOTB 1. — ♦Kcprcsents revised Ugurcs for 1032-33 due to changes made hy the railway administration? to the Hgures publlslicd last year. 

Note 2. — The Ilgures of cost Incinde the salaries and wages of staff, bonus contributions to the provident fund, gratuities, oierlime nllowancos and all other 
allowances which are of the nature of extra pay and nhlch are not granted to meet some dcllnlte expense Incurred in the jicrformance of duty, snclj as 
travelling allowance. 


The above statement shows that the total number of staff on open line 
on 31st 'J'.Earch 1934 was less by 10,734 than on 31st hlarch 1933, while the 
total number of staff on construction was. less by 2,615 and the staff on loan 
from the Indian Audit and Accounts Service was less by 7. The increase in 
the total cost of staff including staff on loan from the Indian Audit and 
Accounts Service during the year 1933-34 as compared with the preceding 
year was Es. 25,32,577. The increase in the cost of staff on the Bombay, 
Baroda and Central India, Madras and Southern Mahratta and North 
Western Eailways is due to the partial restoration of the wage cut. 
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71. Indianisation. — State-managed Railways . — The following table 
gives a summary of the permanent recruitment made for gazetted ranks in 
the various departments on State-managed Eailways during the year under 
review : — 



1. — It Is xisual to publish this statement In tno parts, one showing the permanent vacancies, and the other the total vacancies, 
whether permanent or temporary, filled during the year. As during the year under report no temporary appointments were made, the 
statement Is published in one part. 

XoTE 2. — Since the primary* object of this statement Is to shou the number of vacancies and how they were filled, an officer whose 
recruitment was arranged for daring a particular year has been regarded as having been appointed during that year, even If he happened 
to join during the ensuing year. 

^’OTE 3. — As a rcanll of a number of posts being abolished during the years 1931*32 and 1932*33 there was an excess of officers In 
certain departments and consequently some of the vacancies to be filled during the year w ere taken as a set off against the excess. 

72. It will be noticed from the statement that during the year no appoint- 
ments were made in the gazetted ranks on State-managed railways, mainly 
on account of financial stringency and excess of officers in certain depart- 
ments in consequence of abolition of a number of ]30sts during the rears 
1931-32 and 1932-33. 

73. Comvavy-managed 'Railways. — The following tables give a summary 
of the recruitment made for the superior services on Compan 3 ’^-managed 
Eailwaj’^s during the year under review : Part I relates to permanent 
appointments and Part II includes both permanent and temporary appoint- 
ments. A detailed statement by individual railways will be found in Appendix 
G of this report. 
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PART I. 


Staicmcni showing (he number of PERMANENT vacancies filled in the Superior establishments 
on {Glass I) Goinpany -managed Railways, excluding His Exalted Highness the Nizamh 
State and Jodhpur Railways during WSS-Sd^ 
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Statement showmg the TOTAL number of vacancies filled in the Superior establishments on 
{Class I) Company -managed RaihvaySy excluding His Exalted Highness the Nizam's State 
and J odhpur Raihvaxjs during 1933-3L 
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•Exclude six vacancies lUlcd by offleers of the tempomry Es* 
tablishiuest under : — 

Agency 1 

Accounts 2 

Englnacrlng 1 

Transportation and Commercial , . * i 

Storcir ••*••••! 

Total . 0 


t i:xcIadM seven vacancies nJIcd by otllccrs of the temporarv 
Lstabllshment as under 
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74. Jt will 1)0 obsenod from St.’itement P;nL ] that during ti)e year under 
review the total number of appointments made in the superior scr\iee on Com- 
pam’-managed Itaihvays was 27 of wliieh J1 went to Eu]t)pc:ins and lb to 
Jndians, of whom 10 were Hindus. 4 Muslims, 1 Indian Thristian and 2 
other classes, one appointment of an Anglo-Indian was reduced, 'i'he net 
total nuniber of vacancies filled, permanent or temporary, was 27 of which 11 
went to Europeans. The total actual appointments filled by Indians were 
IG, of which 10 were Hindus. 4 i^Iuslims. 1 Indian Christian and 1 of other 
classes. 'I'he ratio of Indian to European recruitment was .bOd to 4G-7 
in respect of permanent apjiointments and .")9-.3 to 40-7 in resjiect of all 
appointments, whether permanent or temporary. The percentage of Indian 
recruitment in the principal departments was : — 




Pernum'nl 

ni'pointmcntR. 



]*er cent. 

Acroinifs 

. 

Tod) 

Enpniooriii^ 

. 


Trnn sport at ion 

(Trnflic) and 

Conunorcial . - C0*7 

Transportation 

Engineoriiif^ 

(Power) 

and ^[eeliauical 

dO-0 


Total npjHMutnirrJp, 
ivnnn!i*’nt <tr 
tfmjwmry. 

JVr cent. 


7rv0 


GO-0 


To-O 


Among Indian recruits the proportionate recruitment from each com- 
inunity was as shown below ; — 



rcniifini^nt 

Totn! 



vnctinric^. 


Per < ent . 

Per rent 

IJindus ....... 

(>2-5 

G2'0 

^[uslinis . 

25-0 

2o^0 

Anglo-Indians and domiciled Europeans 

<1-25 


Indian Christians ..... 

a-25 

(h2o 

Ollipr classes ...... 

12-5 

n-2r> 


During the current year, the position as regards Indianisation of 
Superior Services on Company-managed Railways was reviewed and the 
desirability of advancing the ratio of Indian recruitment to Id poi- cent, of 
the total vacancies was again impressed upon these Railway Administrations. 

75. Rpvipac of ihe -j^wgress made sincr 7925. — The following statements 
will throw further light on the progress made in Indianisation and in the 
recruitment of the various communities both on State-managed and Com- 
pan3'-managed Railway's since 192:), as reflected in the rela^i^e strength of 
Eui’opeans and Indians belonging to the various communities : Part I relates 
to superior staff and Part II to subordinate staff on scales of pay rising to 
Rs. 2.50 and over. 


PAItT I. 

Statnnmt of gaceftcd officers on Sialc-wanagcd Edihcays and Of}! errs of corrcsjionding rank on Comjpany-inanagcd (Class J) Railways {excluding TJ, E. 77. the Nkands State 

and JodhfUY Emheays) on the hi A frit iiUl il/orc/> and iilst March 19S4, 
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KBPOnT BY THE HAILWAY BOAKD ON INDIAN HAILWAYS FOB 1033-34. 


76. It will be observed that the Indian element in the .superior services 
has risen from 28-02 per cent, on State-managed and 17-74 per cent, on Com- 
pany-managed Railways in 1925 to 41-25 per cent, on State-managed and 
33-21 per cent, on Company-managed Railways in 1934 by a corresponding 
reduction in the European element. Among the Indians the percentage 
increase by communities in 1934 as compared with 3925 is shown below : — 


1 

1 

Staio-mauagcd. 

Conipanj'-mauHgcd, 

PtTcentages. 

Percent ager. 

1 

lP2o. 

1931, 

■■ 

1034. 

Hindus 

M-SO 

23'H) 

10-30 

21-03 

Muslims 

3*15 

5*10 

M2 

! 2-93 

Anglo-Indians .... 

1 

i 

7-91 


5-09 

SildiB 1 

i 


MO 

=<■ 

0-7G 

Indian Christians . . . . 

i 

1-58 

1 

1‘02 

Other classes 

10-07*-' : 

1-GS 

G-32^ 

1-78 


* Anglo-Inclitins, Sikhs nnd Indian Christinns included under ** other ehu-ses ” in 102o. 


77. Turning to the subordinate stafi' on scales of jiay ri.sing to Rs. 250 
per mensem and over, the corresponding figures arc as under ; — 



Stnle-Tnanaged. 

' Coni|>any*: 

managed. 


1 

1 l*crcoutagc9. 

Percentages. 


1025. 

1934. 

1925. 

1934. 

Europeans 

33-14 

20-42 

2G-32 

17-76 

Indians— 





Hindus 

18-18 

24-80 

20-44 

2G-5D 

Muslims ..... 

;rG9 

j 

5-G3 

1*S2 

: 2-82 

1 

AngloJndians 

* 1 

1 

40-95 


44-1 G 

Sikhs i 

1 


2-64 


0-SS 

Indian Christians . . . ; 

* 

2-68 


2-C6 

Other classes .... 

44-99* 

2-88 

51-42- 

5-17 

Total Indians ♦ 

66-86 

79-58 

73-GS 

82-24 


* Anglo-Indians, Sikhs and Indian Christians included under other clas^^es ” in 1025. 


78. Representation of Minority Communities in Railway Services. — 
It was mentioned in the last year’s report that the Railway Board had sub- 
mitted to the Government of India their proposals on the recommendations 
made by the officer wdio had been placed on special duty in 1931 in connection 
with the representation of minority communities in the subordina-te railway 
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services. During the year under review, decision was taken on Eecommenda- 
tions ,Nos. _1 to 6, 14 and 15 made by Mr. Hassan in his report on the 
representation of Muslims and other minority communities in the subordinate « 

railway services and instructions were issued to railway administrations. 
Recommendations Nos. 7 to 13 wei’e still under consideration. 

Moreover the Government had under examination the policy which has 
been followed since 1926 of reserving a certain percentage of direct appoint- 
ments to the railway services for the redress of eommunal inequalities. 

Shortly after the close of the year under review, revised principles were 
formulated and orders were issued by the Government of India, mention 
of which will be made in the next year’s report. 

The “ Rules for the recruitment and training of apprentice mechanics and 
trade apprentices in the mechanical workshops of State-managed railways ” 
were also amended so as to make j^rovision for the redress of communal 
inequalities. 

79. Training of Stafi. — (i) S>uferior Staff. — In paragraph 80 of the re- 
port for the last year, it was stated that the question of the most suitable 
method of training of officers and probationers consequent upon the closing of 
the Railway Staff College, Dehra Dun, had been engaging the attention of the 
Railway Board. A little after the close of the year under review, the Rail- 
way Board addressed the State-managed Railways on the subject asking them 
to draw up a programme of lectures in order to afford a basis for imparting 
to probationary officers a sound theoretical knowledge of their work and to 
submit a report on the action taken by them in this matter. On the receipt 
of these reports, the Railway Board will, if necessary, consider the question 
further. 

(ii) Area Schools. — A brief resume of the activities during the year of 
the Area Schools engaged in the training of railway staff' is given below : — 

(a) Raihvay School of Transportation, Ghandausi. — ^During the year 
under review, the activities of the Railway School of Trans- 
portation, Ghandausi, increased. The number of students 
attending courses shows an increase over last year by about 50 
per cent. 

During the year 1933-34, the courses of instruction Avere on much the same 
lines as in the previous year. The switchmen’s course Avhich was held at the 
Asansol School AA'as transferred to Ghandausi from July 1933. A course for 
Senior Guards of the Moradabad Division qualifying for promotion to 
Assistant Station Masters Avas also held at the School during the year. Owing 
to heavy demands for Assistant Station Masters, more probationary Assistant 
Station Masters courses AA'ere held this year. The number of students also 
increased in this case. Refresher courses for Assistant Station Masters con- 
tinued to be held regularly. There Avere 25,490 student daii-s for 667 students 
in attendance during 1933-34 as compared AAuth 11,692 student days for 421 
students for 1932-33. OAving to the increase in student days, the cost per 
student day has come doAA’n to Rs. 2-7 from Rs. 5 for the year 1932-33. 

ip) Asansol Training School. — As a measure of economy Asansol Train- 
ing School Avas closed in the month of October 1933 by the trans- 
fer of the training classes held at this school to other schools on 
the East Indian Railway. The courses of training for SAvitch- 
men Avere transferred to Ghandausi and the courses of the PoAver 
and Rolling Stock classes to Jamalpur. The PoAA^er and Rolling 
Stock classes Avhich Avere opened at Jamalpur in December 1933 
had to be closed on the 15th January 1934 owing to the earth- 
quake and AA'cre re-opened again in Pebruary. These courses 
have been improved considerably by including lectures from the 
trained staff of the Technical School, Jamalpur. The staff who 
attend the courses are accommodated in the existing hostels. 

k2 
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llKl’ORT uy THE UAIEWAY HOARD ON INDIAN JSAILWAYti EOR 


It is anticipated that a saving of rupees live or six thousands 
Avill be effected by the closing of (he 'J’raining School at Asansol. 
(c) Walton Trainimj, Kot Lahhpni, North Wrstern Rathoau. — During 
the period under report the School continued the training of 
staff for the North Western Dailway. The total number attend- 
ing the school in J933-n-l Avas l.dSO as compared Avith 1,230 in 
the previous year. The increase is partly due to the recall from 
the AA'aiting list, of cx-Comniereial Group Students avIio were 
recruited, trained and jmssod in 1931 but avIio could not then l)c 
provided for due to retrenchment, and to the re-introduction 
during this period of cour.-=es for Senior Assistant Station 
Masters, Station J^Iasters and 'rraffic Inspectors and of S])ceial 
Courses for the training of .staff to he .‘^elected ns Instructors. 

The training of Lino Staff, both senior and junior hn.s been aetiAcly 
pursued, and is reported to have been of benefit to the administration. 

Two Probationary As.si.stant Transportation Officers had their final 
examination conducted at the school and (he progrcs.s of training and the 
Avork done by Probationer Officers and Student lingincers continued to be 
supervised. 

80. Improvement in the service conditions of the Staff , — Jlourr of 
Employment Rcgttlations. — The quc.stion of the apjilication of the Jlmirs of 
EmjDloymcnt Regulations to the lJurma and the Gompany-maunged railway.s 
continued to engage the attention of (be Raihv.ay Bo.ard during (be ]>eriod 
under rcA'icAV and the position Avas c.xamined early in February 15)34, Avlien it 
AA'as decided that the extension of the.se regula(,ion.s' to raihvaj-.s on Avliicb they 
'have not so far been made applicable, should, in vieAV of the continued unsatis- 
factory fmoncial position, be deferred for at least another year. While com- 
municating this decision, these railway administrations were asked to continue 
to apply tno provisions of the regulations where tliis could be done without 
incurring material additional oxj3cndilure. At the same time the Agents 
of the kladras and Southern !Maliralta and Pomlaiy, Baroda and t'entral 
India Rnihs'a 3 '.s were asked for their views on the po.-.^ibilify of iiitrodncing 
the Hours of FmpIoATuent Regulations ou (heir .sv.sicms IVom the 1st April 
193.0 together Avith a detailed statement of the co^t. both capital and recur- 
ring, Avliich they considered would be involved undci' present coiiditiims tif 
traffic. The ejnestion of extending the apiilicatiou of the Hours of I'.mphw- 
ment Regulations to these two raihvays is being further considered liy the 
RailAvay Board in the light of the rejiiios Avhieh iiave lieen reerived. 

81. Welfare. — (i) Benefit Fund. — The Staff Benefit Funds Avhich 

have been established on all 55(atc-managcd and Company-managed Raihvays 
■continued to function during the period under review. The reports received 
from these railways indicate that the establishment of these funds has contri- 
buted usefully toAvards providing amenities and affording certain forms of 
relief to the staff. 

(ii) Railway Rporte. — The sixth annual Tnlcr-Railway Athletic Tourna- 
ment Avas held in the IrAvin Amphitheatre at Now Delhi oh the 21st and 22nd 
March 1934. The Bomhaj'. Baroda and Central India, Eastern Bengal. 
Madras and Southern Mahratta, Norfli Western. South Indian, His Exalted 
Highness the Nizam’s State Railwaj’s and the Railway Board entered their 
teams. The tournament Avas won by the North Western Railway for the sixth 
year in succession, the Eastern Bengal Railway being the runners-up. 

For the field game a hoclccy fournnincnt aavis decided upon Avliieh was 
lield in Delhi from the 19th to the 24th March 1934. The following teams 
■competed : — Bombay, Baroda and Central India. East Indian, Groat Indian 
Peninsula, Madras and Southern Mahratta and North AVestern Railw.nys. 
The East Indian Railway Avon the tournament, the North Western RaiI\A-av 
being the runners-up. 

82. Report of the Royal Commission on Labour. — Those rccom- 
■■mendations of the Royal Commission on Labour affecting raihvays Avhicli have 
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not hitherto been disposed of continued to engage the attention of the Railway 
Board who came to certain provisional conclusions which were referred to the 
Agents of principal railways for the expression of their views. The recom- 
mendations of the Agents of railway administrations are under consideration. 

83. Economies in stafi charges. — Reduction in the strength of the 
siihordineite and inferior staff and of tvorkshop employees . — As adimibrated 
by the Hon’ble Member for Commerce and Railways and the Chief Commis- 
sioner of Railways in their speeches in introducing the Railway Budgets for 
1934-35, no block retrenchments of any magnitude were effected on railways 
during the period under review though minor measures of retrenchment 
continued in connection with the “ Job-anal^'sis ” investigations that are 
being conducted on principal railways. For a detailed report regarding the 
“ Job-analysis ” investigations on railways, paragrajih 12 at page 8 or this 
rejiort headed “ Pope’s investigations ” may be seen. 

(i) Emergency cut in pay . — It was mentioned in the last year’s report 
that an emergency reduction in pay, not exceeding 5 per cent., would apply 
during 1933-34 in respect of all Government servants including those of the 
Railway Department. It was decided during the year under review to 
continue this emergency reduction in pay during the year 1934-35. 

The Company-managed Railways adopted the same procedure. 

lii) Revision of the scales of pay of future entrants into the Superior 
and Subordinate services . — ^Mention was made in the last year’s report of 
the proposed introduction during 1933-34 of revised scales of pay for future 
•entrants into the Superior Services. These scales of jiay, which are mate- 
rially lower than those hitherto in force, were finally announced in October 
1933. Revised scales of pay for the subordinate services were under exami- 
nation in 1933-34 with the intention of introducing them during the rear 
1934-35. 

84. Security of service. — Rules regarding the discharge and dismissal 
of State Railway non-gazetted Government servants . — This subject was last 
referred to in paragraph 99 of the Report by the Railway Board on Indian 
Railways for the year 1929-30, in which the circumstances leading to the issue 
of the present rules, in November 1929, were explained. 

Subsequently, in March 1930, the All- India Railwaymen’s Federation 
addressed the Railway Board and made certain suggestions for the amendment 
of these rules. After consideration of the suggestions, in consultation with 
the Agents of State-managed Railways, the Railway Board, in addition to 
certain minor amendments, extended the application of the rules relating to 
discharge to temporary non-gazetted staff borne on the non-pensionable estab- 
lishment, provided that they had completed 3 years’ continuous service, while 
the rules relating to dismissal were similarly extended to temporary staff who 
had not completed 3 years’ continuous service. Provision was also made in 
the rules to cover cases of inefficiency, whether due to incompetency, insolvency, 
physical unfitness or any other cause, so that leave may be given to an em- 
ployee up to the amount admissible as may be decided by the sanctioning 
•authority prior to discharge and that during such leave every effort may be 
made to find other suitable emplojment for him. 

During the year imder review the Railway Board, decided to extend the 
right of appeal against discharge from service in respect of the following 
(Categories of staff ; — 

(i) Labourers employed in a State Railway Workshop or any other 
branch of State Railway service w'ith less than 3 years’ 
continuous service : and 

',(ii) temporary non-gazetted employees borne on a non-pensionable 
establishment of a State Railway or in other offices under the 
administrative control of the Railway Board or of the Finan- 
cial Commissioner of Railwavs with less than 3 years’ 

' continuous -service. 
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Moreover State-manaj^ed 3?aihvavs wcro icsl'n,! ^ i 

working of the rules regulating (Ke discharge and disiniesTl nf ^ 

non-gazettcd Government servants and to 'furnish fimir V-n ^ Railway 

regard to certain proposals which the Board hnw L-iri in 

for the amendment of these rules in conneo oi with 1 "" contemplation 

the Royal Commission on Labour/ TlJff nntte^^J^ 

consideration of the Railway Board. ' ' ^ present under the 

85. Meetings with the All-India RaihT:avTy,r,„». ^ .. 

the period under review the Raihvay Board lind^nT, ^ ^ — ^During 

the representatives of the All-Jndm R-iihv/ n AC‘'V'b' meeting with 

1933. At this meeting the follou/i / //v; 'L" • ’ " ^'c<leration in Aovomber 
considerable length. The simf^cstions n / // ’•’ ‘'’f'l <!iKCus.sed at some 
present under the consideration of the R'ldwav 7?/ T ‘ -^’c^eration are at 
(i) Pass Rules; ' ‘ 


(ii) Medical K.vamination Rules; 

(iii) Education Assistance Rules - and 

(iv) Trade Disputes Act. 
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CHAPTER VII. 

MISCELLANEOUS. 

86. Passenger train services and travel amenities. — Improvements in 
passenger train services and station arrangements continued to receive the 
•careful consideration of all Railway Administrations. The programme for 
providing up to date coaching "stock and improving the existing stoclc "^v'herever 
necessary was adhered to. Attention was also given, as funds permitted, to 
improvements in the arrangements for the supply of cool drinking water to 
passengers, running of restaurant car services, provision of refreshment 
rooms, waiting rooms and various other minor details such as benches on 
station platforms and in waiting halls, etc., for the comfort and convenience 
of the travelling public. In the following paragraphs, particulars of some of 
the measures adopted by the principal railways during the year under review, 
are briefly outlined : — 

(i) Train services. 

Assam Bengal Railway . — An additional mixed train each way was in- 
troduced between Chandpur and Noakhali from 15th January, 1934. 

Bengal and R ortli-W estern Railway . — From 1st October, 1933, two light 
/ passenger trains running between Gorakhpur and Nowgarh were extended 
to Barhni. The earthquake on tlie 15th January, 1934, seriously dislocated 
the train services in the affected area for some considerable time, resulting 
in the train mileage on 31st March, 1934, being low’er than on the correspond- 
ing date of the previous j'^ear, as shown below : — 

Train Miles. Slst March, 1' 33. 3lBt March, 1934. 

Express 1,0-58 1,058 

Passenger 10,490 9,67G 

Mixed 4,741 3,933 

Bengal Nagpur Raihvay. — The mileage run daily b}"^ passenger trains, 
other than mail and express, increased from 9.288 to 10,024, viz., by 736 
miles ; by shuttle or other local trains (other than suburban) from 596 to 918, 
viz., by 322 miles and by suburban trains from .405 to 408, whereas the 
mileage run daily by mixed trains decreased from 876 to 692, viz., by 184 
miles. 

Two passenger trains running between Barka Kaua and Tatanagar Junc- 
tion were extended to and from Howrah, and two between Vizagapatam 
Town and Parvatipuram were extended to and from Raipur; the former to 
' provide an accelerated service for passengers travelling between Howrah 
and Ranchi and the latter to provide a daylight service on the Raipur- 
Vizianagi-am line which permitted of the discontinuance of two mixed trains 
between Kantabanji and Raipur. 

Two mixed trains running between Anuppur and Manendragarh were 
extended to and from Chirmiri. Two local passenger trains between Bhadrak 
and Khargpur, two shuttles between Nagpur and Kamptee, one local 
between Adra and Asansol and two shuttles between Midnapore and Garbeta 
were introduced for the convenience of passengers attending courts, students 
and business men. 

The speed of the Nagpur-Hov/rah passenger "was accelerated by 24 
minutes to facilitate an East Indian Railway connection at Howrah. Four 
passenger trains on the Bilaspur-Katni section were speeded up each by 
about an hour and the Chakradharpore-Howrah passenger was accelerated 
‘by 1 hour and 13 minutes. The Up and Howm Gondia-Nagpur locals were 
accelerated by an hour in order to provide a more suitable service for pas- 
sengers desiring to attend courts. 
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Bombay, Baroda and Central India Railway. — The daily average train 
miles in 1933-34 as compared with 1932-33 increased by 420 on the broad 
gauge and decreased by 1,218 miles on the metre gauge. The increase on the 
broad gauge was chiefly of the electric train service, consequent on the intro- 
duction of normal train services from 1st April, 1933, on the Bandra Sub- 
station, which was put right after a serious damage by fire. The decrease 
on the metre gauge was due chiefly to the handing over of the Gaekwar’s 
Mehsana Railway to the Baroda Government from 1st April, 1933. 

Prom 15th April, 1933, two trains which were previously split up and 
run as local trains between Sirsa and Hissar and Hissar and Rewari, com- 
menced to run as one through passenger train between Sirsa and' Rewari. 
Two local fast passenger trains running between Mehsana and Palanpur Avere 
extended to run to and from Abu Road. Tayo mixed trains running betAveen 
Dliolka and Sabarmati Avere extended to and from Ahmedabad. 

The sentinel coach running on the Abu Road-Palanpur section was 
AvithdraAvn and put on to run three trips each Avay betAveen Indore and hlhow. 
The afternoon sentinel coach from Ajmer to Kishnagarh and back Avas dis- 
continued and ran instead to and from Nasirabad. 

Burma Railways. — With a Aueiv to effect more suitable connections Avith 
branch line trains and afford a better service to local passengers in the 
Toungoo and Mandalay districts, the timings of certain local mixed trains 
on the Rangoon-Mandalay main line were rcAused. AVith the introduction 
of YC engines, the timings of two mixed trains on the Rangoon-Martaban 
section Avere accelerated. The timings of all mixed trains on the Rangoon- 
Prome section Avere also accelerated. Consequent on the opening of the Ava 
bridge from 1st February, 1934, a revised accelerated train service on the 
Mandalay-Myitlvyina and Mandalay-Ye-U sections Avas brought into force. 
The revised service shortened the time taken betAA^een Mandalay and Myit- 
kyina by about Sf hours in the up and 3 hours in the doAAm directions. 
The local trains AAdiich had been running betAveen Mandalay and Amarapura 
shore were extended to run betAA^een Mandalay and YAvataung. A neAV fast 
local train each Avay betAveen Mandalay and Kin-U Avas introduced to meet 
motor bus competition. Tavo local trains Avere extended to run betAveen 
Rangoon and Mingaladon Cantonment instead of from and to Kanbe. 

Eastern Bengal Railway. — With effect from 1st October, 1933, an ordi- 
nary passenger train running betAveen Calcutta and Ishurdi Avas converted 
into a fast jiassenger on Saturdays, for the convenience of Aveek-end pas- 
sengers, Avith branch connections at Ranaghat, Poradaha and Ishurdi. On 
the broad gauge, the train mileage was increased by the running of sixteen 
additional trains on the various sections and fourteen additional trains a 
day on the suburban sections. On the metre gauge, one train each Avay was 
put in service betAveen Santahar and Teesta Mukh Ghat to connect AAuth the 
up and doAAm Darjeeling mails. 

East Indian Railway. — The total mileage of mail, express and other 
passenger trains including mixed trains, suburban trains and shuttle ser- 
'•Auces AA-as 1,292,332 during the month of March, ,1934, as compared with 
1,290,491 in March 1933, amounting to an increase of 61 train miles a day. 

Great Indian Peninsula Raihoay . — There Avas an increase of 123 pas- 
senger train miles on 31st March, 1934, as compared Avith the 31st March, 
1933. This increase AA'as due mainly to the conversion of a parcel train into a 
conibined parcel and passenger train and the introduction of two additional 
trains between Bombay and Kalyan and one additional train between Bombay 
and Kurla rid the Harbour Branch. 

Jodhyiir Raihvay. — From the 15th June, 1933, tAAm mixed trains were 
introduced betAA^een Mirpur-Khas and Hyderabad. 

Madras and Southern Mahratta Raihvay . — On 31st March, 1934, there 
Avas a decrease of 672 train miles on the broad and 486 miles on the’ metre 
gauges as compared Avith 31st March, 1933. The cancellation of tAvo pas- 
senger trains between BezAvada and Rajahraundry, tAvo between Madras 
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and Gudnr, two between Arkonam and Katpadi and two between Nidadavolu 
and Narasapur contributed chie% to the decrease in the mileage on the broad 
gauge. In addition, certain suburban and brancli line trains which were 
not well patronised were also cancelled. On the metre gauge, two passenger 
trains between Pakala and Madnapalle Road, two between Guntakal and 
Bellaiy, two between Hubli and Dharwar, two between Miraj and Belgaum 
and two between Donakonda and NarasaraAuipet w^ere cancelled. The up 
and down express trains between Poona and Kolhapur were cancelled in view 
of the running of two through trains to accelerated timings. Some branch 
line trains that were not well patronised \vere also cancelled. 

His Exalted Highness the Nizam’s State Railiuay. — On 31st March, 1934, 
there was an increase of 215 and 78 train miles on the broad and metre 
gauges respectively as compared with the 31st March, 1933. On the broad 
gauge, one mixed train each way betAveen Secunderabad and Kazipet and 
another between Dornakal and Bezwmda were converted into passenger trains. 
On the metre gauge also, certain mixed trains Avere converted into passenger 
trains. The shuttle service was increased by the introduction of one steam 
coach train each Avay on the Purna-llingoli branch and the provision of an 
additional shuttle train each Avay on the Dronachellam-Kurnool section. 

North Western Railway. — ^As a result of the steps taken toAvard's economy 
a reduction of 20 passenger trains on the broad gauge and 6 on the narroAv 
gauge Avas effected, as compared Avith the figures on 31st March, 1933. The 
number of mixed and shuttle trains were however increased by 26 and 6 
respectively. 

South Indian Railway. — Fourteen trains on the metre gauge and six on 
the broad gauge, were ncAvlj'^ introduced and the services of four trains on 
the metre gauge and tAvo on the broad gauge Avere extended. The speed of 
the up and doA\m Trivandrum express trains Avas accelerated by eliminating 
stops at unimportant stations, thereby saving 45 minutes. in each direction. 
The provision of additional trains to serve intermediate stations AAdiere, express 
trains did not stop, and the introduction of additional 'trains . on certain 
sections to combat motor bus competition Avere responsible for an increase 
of 425 train miles on 31st March, 1934, as compared Avith 31st March, 1933. 

(ii) Improvements in the design of and accommodation in passenger carriages. 

Assam Bengal Railway. — ^All passenger vehicles are now fitted with 
electric lights. Out of 513 third and intermediate class carriages, including 
composites, 501 are fitted Avith latrines. Of the 12 remaining carriages, 3 
are provided Avith latrines in the ladies’ compartments. Of the 501 carriages 
fitted Avith latrines, 497 are prOAuded Avith Avater tanks. 35 intermediate and 
third class compartments in use for ladies are noAV fitted Avith illuminated 
panels. 

Bengal and North-Western Railway. — ImproA'ed types of seats and 
cushions and fan regulators were provided in upper class carriages. The 
lavatory compartments of the new third class carriages Avere being fitted 
Avith double Avater cocks. ^ 

Bombay, Baroda and Central India Railway. — The policy of replacing 
old type vehicles by modern electrically-lit stock of the latest standard and 
elimination of four-wheeled stock Avas continued. The neAv type loAver class 
coaches Avere provided Avith larger latrines, Avhile improvements of the latrines 
in the existing coaches continued to be made. All loAver class latrines are 
being electrically lit and fitted with flushing arrangements, Avashing taps and 
coat hooks. All the coaching stock except a fcAV VAdiich are not suitable for 
conversion, were electrically lit. In all first class compartments reading 
lamps AA^ere provided over each berth and the number of fans increased from 
tAvo to three in large compartments and from one to two in coupe compart- 
ments. Combined shoAver and needle baths AA'-ere also provided. On the 
metre gauge, a number of coaches on the block rakes were fitted Avith axle- 
driA'-en dynamos so as to ensure ad'equate lighting. 
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To mitigate the extreme heat during the hot weather arrangements were 
made to provide blocks of ice in containers to upper class passengers (on pay- 
ment) in the Frontier Mails between Delhi and Ratlam. This facility was 
much appreciated by passengers. 

The external lighting provided on one rake on the broad and one on the 
metre gauge proved' satisfactory, especially at stations with short or low level 
platforms. 

Burma Raihoays. — Improvements were being ehected in the lighting of 
latrines in third class carriages on mail trains by the installation of a light 
in each latrine. 

Eastern Bengal Railway. — The provision of high power lamps, latrines 
in servants’ compartments of upper class carriages and iron enamelled pans 
and coat hooks in lower class latrines were some of the improvements made. 
The policy of providing switches near the doors in upper class coaches, to 
facilitate the lighting up of compartments, on entry, was continued. ^ Switches 
for lights in servants’ compartments of upper class carriages, painting of the 
face panels of the ladies’ compartments of intermediate and third class in 
blue to facilitate identification, in one coach as an experimental measure, and 
the diversion of waste water from the wash hand basin into the commodes 
in certain upper class metre gauge carriages, were among the new measures 
adopted during the year. 

Joclhfur Railway. — Electric lights ivere being fitted to latrines of lower 
class carriages. 22 latrines of 12 carriages Avere enlarged to proAude a 
minimum space of 12 sq. feet. Overhead AAmter tanks AA’erc provided in the 
latrines of four carriages. ' 

Madras and Southern Mahratta Railway. — In addition to the proAusion 
of roof ventilators, enamelled pans Avere proA’ided in place of cast iron pans 
in intermediate and third class latrines. In intermediate class latrines fold- 
ing Avash hand basins and mirrors Avere also provided. 

His Exalted Highness the Nizam’s State Railway. — All broad and metre 
gauge bogie carriages were electrically equipped Avith the exception of three 
bi'oad and eight metre gauge bogie carriages which AA'cre adequately provided 
with incandescent burners. In eight broad and eighteen metre gauge ordi- 
nary carriages, flat gas burners Avere replaced by incandescent burners. Cast 
iron coat hooks, corner shelA’’es and inside bolts Avere being provided in the 
latrines of third class carriages. An additional tap AA-as provided, in the 
lavatories of first class compartments of ncAV upper class bogie carriages. 

North Wester7i Raihvay. — The programme of upholstering upper berths 
of intermediate class carriages AA'ith imitation leather aaus almost completed. 
Improved Avider type latrines AAdth high capacity Avater tanks in lower class 
carriages Avere also provided. The provision of electric lights in all pas- 
senger stock Avas completed. Latrines AA^ere provided in 102 serAmnts com- 
partments of upper class carriages, 103 latrines in loAver class bogie stock 
were enlarged and 117 latrines of third class carriages AA'ere improA'ed. 

South Indian Raihvay. — Nine bogie brake Amn and thirds on 68 feet 
underframes were placed in serAuce on the broad gauge and four bogie brake 
van and third's Avere built and placed in service on the metro gauge. These 
coaches were built to the latest standard designs and provided Avith up-to-date 
fittings and appliances. SeA-^en ncAv electric multiple unit coaclies Avere also 
brought into use on the Madras suburban service. Taa’^cIvc broad gauge upper 
class coaches Avere provided with an improA^ed t^qie of safety catches for the 
windows. Separate ladies’ accommodation was proAuded in four broad' gauge 
bogie brake van and thirds. These compartments Avere fitted Avith Avindow 
bars and indication boards suitably illuminated at nights. 276 hat pegs were 
fitted to broad gauge third class and 387 to metre gauge coaches. Notices 
relating to the refreshment and retiring rooms proAude'd at stations on the 
railway were placed in 28 broad gauge and 42 metre gauge upper class car- 
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riages. South Indian Railway maps were provided in five broad and ten 
metre gauge upper class carriages. 

(iii) Supply of drinking water. 

Assam Bengal Railway. — A water tap at Manipur Road and two ground 
tanks at Sarkarhat and Nazirhat were provided, in addition to nine tube 
wells sunk at the following stations ; — 

Bangla. 

Asliuganj GLat. 
ilasuli. 

Nandail Boad. 

ITelrakona. 

Bengal and North-Western Railway. — During the hot weather, 92 extra 
watermen were employed in addition to the permanent strength of 169. Seven 
additional hand water carts were supplied to the following stations : — 

Samastipur ... 2 Gorakhpur ... 1 

Chupra .... 1 Darbhanga ... 2 

ilankapur ... 1 

A deep tube well was sunk at Aunrihar junction for supply of pure 
water to passengers and two water stands with pipes were provided on the 
passenger platform at ^lashrak. 

Bengal Nagpur Railway. — Additional water shelters were provided at 
Drug, Kargi Road and Adra. 

Bombay, Baroda and Central India Railway. — On the broad gauge, as 
in the last three years, Hindu watermen were concentrated at large stations, 
where they get adequate opportunity to serve the public. On the metre gauge, 
travelling Hindu watermen on trains and at stations continued to serve the 
public satisfactorily. The electric water cooler provided at Ahmedabad 
worked satisfactorily. 

Eastern Bengal Railway. — k. water tap was provided at Dalsingpara. 

East Indian Raihvay. — ^A drinking water well was provided at Tiroza- 
bad and water tajis on platforms at Bijnor and Tundla. In cool spots at 
important stations, trellis work kiosks were provided to hold gharras of 
drinking water. Drinking water tanks on wheels were provided at certain 
stations Avhere difficulty was experienced in obtaining refills for the buckets 
carried by watermen. These arrangements, proving satisfactory, were being 
extended to other important stations. 

Great Indian Peninsula Railway. — A tap was provided on the platform 
at Kurla station. At Ahmadnagar trellis work for the water shelter designed 
for eight chatties (four for Hindus and four for Mahomedans) was provided. 

Madras and Southern Mahratta Raihvay. — Increased facilities for the 
supply of drinking water were pro\dded at Bellary, Londa and Bijapur by 
the provision of water taps. 

His Exalted Highness the Nizam's State Railway. — A third class com- 
partment was provided for a waterman during the hot weather daily on all 
passenger and mixed trains for the supply of drinking water to passengers. 

North Western Railway. — A number of tube wells, hand pumps and 
water shelters were provided at various stations. Hand barrows with 
chatties of cold water for supply to passengers were introduced at principal 
stations. Travelling watermen were appointed to run on certain day pas- 
senger trains to provide water to passengers. Extra water taps were in- 
stalled on a number of passenger platforms and in third class waiting halls. 

Rohilkvnd and Kumaon Railway. — ^Four hand carts were supplied to> 
Izatnagar, Bhojeepura, Gola Gokaran Nath, and Lucknow junction (metre 
gauge) respectively for the supply of water to passengers. 

t2 


Ishwarganj . 
jSrilganj. 

AsliHgaiij Bazar Siding. 
Jaria-Jlianjail. 
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South luciia/i liaihuai/.— Three Jiyclrants were provided at Coimbatore 
and two at Teukasi junction, while two taps were installed at ]}iudigul and 
■one at Eameswaram- Separate drinlcing water supply was arranged to the 
platform hydrants, and tlie Jndian rei'T'eshment rooms at Shorainir and 
Cliingleput junctions. 

(iv) Resiouraut car scrrices and refreshment rooms. 

Assam Bencfol Railwaij . — A restaurant car was regularly run on the 
up and down Assam Mails between Hojai and Furkating. On all trains a 
ready supply of ice, aerated waters, bread, biscuits and cigarettes was made 
avaiiable to passengers. 

Bengal and North-Western Railway . — A tea room was opened at Allaha- 
bad City. 

Bombay. Baroda and Central India Raihray . — A broad gauge Indian 
dining car was provided for u.sc on excursion and pilgrim specials. The pro- 
vision of hot meals for Hindus and Iilahomedans on the Delhi and Kathiawar 
express trains was continued dui'ing the year with nndimini.shed popularity. 
The combined' bogie composite first, second and diner (of Euroiiean style) 
continued to run on the main line mail trains between Ajmer and Ahmedabad 
and on express trains between Delhi and Abmcdabad. The lighting arrange- 
ment in the first class refreshment room at Ajmer was improved, by providing 
five table laTiips in place of six wall bracket lights. 

Burma Railways.— Oi the 21 refreshment rooms, including refreshment 
rooms on the two ferry steamers at Sagaing and Henzada, which were in 
service oir 31st March, 1033. the one at Sagaing ceased to function on the 
■opening of the Ava bridge. The tea rooms at itiartaban for the sale of light 
refreshments were closed down. At Zibingyi new tea rooms were opened. 

Eastern Bengal Railway . — Eestaurant cars for upper class [)nssengers 
generally, were run on the mail trains between Calcutta and Parbatipur. 
Two Indian refreshment rooms were provided at Eanaghat and Amnura. 
The Hindu refreshment rooms at Rajbari and Sirajganj Ghat, as well as the 
Mahomedan refreshment room at Rajbari were closed. On 31st IMarch, 1934. 
20 upper class refi'eshment rooms, 13 others for Hindus and 8 for Itlahome- 
dans were functioning. 

Ea.st Indian Railway . — Three refreshment rooms for Hindus were opened 
at Gaya. Kiul and Tundla and two for ^lahomedans at Kiul and Ahgarh. 
A shed was provided in front of the Mahomedan refreshment room at Bara 
Banki. The refreshment rooms at !Mokameh Ghat, Gaya and IMoghal Sara! 
were improved. 

Great Indian Peninsula Railway . — One buffet compartment was ])rovided 
in the ipj and down Poona Mails for supply of refreshments to upper class 
passengers and another for third class passengers. A buff'et car for the 
supply of Indian refreshments and meals to lower class ]mssengers Avas run 
on the Grand Trunk Express between Balharshah and Delhi. A compart- 
ment was allotted in the up and down Poona exju’css trains for serving tea, 
coffee, fruit, sweetmeats, etc. 

Madras and Southern Mohratta Railway . — On the broad gauge, Indian 
refreshment cars for Hindus and IVIahomedans were run on the express trains 
between Madras and Bangalore City and Madras and Bezwada and on pas- 
•senger trains between Madras and Bangalore, Madras and Bezwada and 
Bezwada and Waltair. On the metre gauge, Indian refreshment cars were 
run on the mails betAveen Bangalore City and Poona and tAVO passenger 
trains betAA'een Bangalore City and Poona, and Bangalore City and Guntakal. 

His E.ralted Highness the Nizam’s State Railway . — An Indian buffet 
car Avith arrangements for the supply of meals and other refreshments to 
Hindu and Mahomedan passengers AA'as run daily betAA’oen Secunderabad and 
BezAAnda on tAvo important passenger trains. Four Indian refreshment rooms 
tAVO for Hindus and tAvo for !Mahomedans) Avere opened at Kurnool ToAA'n, 
svnd Pui'li-Vaijnath during the year. 
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North Western Railway. — Dining cars were run for Indian passengers 
on one important up and down passenger trains between Lahore and Delhi 
and vending cars on the up and down Karachi mails between Lahore and 
Kohri. 

SovtJi Indian Raihvay. — Two Indian light refreshment rooms were 
opened at Trichur and Quilon during the year. 

The statement below shows the number of refreshment rooms on Class I 
Railways on 31st March, 1934 : — 


Kail ways. 

Assam Bengal 
Bengal and Norfcb-Western 
Bengal Nagpur .... 

Bombay, Baroda and Central India • 
Burma . • • 

Eastern Bengal , . • , 

East Indian .... 

Great Indian Peninsula . 

Jodhpur . . , . * 

Madras and Southern ^lahratta 
His Exalted Highness the Nizamis State 
North Western .... 

Bohilknud and Kumaon , 

South Indian .... 


General. 

Hindus. 

i 

^laliomedans. 

j Total, 

i __ 

17 



i 

; 17 

15 

9 

9 

33 

23 

5 

5 

33 

35 

8 

6 

48 

20 



20 

20 

13 

8 

41 

34^ 

18 

IG 

66 


5 

5 

44 



... 

2 

46 

35 

7 

88 

15 

10 

9 

34 

58 

20 

20 

j 

98 

3 

... 

i 

4 

34 

32 

6 
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* With separate arrangcinents for Hindus and Mahomedans. 


(v) Yendors’ stalls. 

Assam Bengal Raihvay . — Six standard tea stalls were provided as fol- 
lows ; — One for Hindus and one for Mahomedans, at SyUiet Bazar; one for 
hlahomedans each at Chaparmukh, Gaiihati and Tinsukia and one for Mar- 
war is at Lumding. 

Bengal and North-Western Railway. — Refreshment stalls at Chupra 
Kacheri. a vendor’s shop at Sagauli and tea stalls at Gorakhpur, Sonepore, 
Savan, Bhatni, Barauni Junction, Muzaffarpur, Samastipur and Darbhanga 
were provided. 

Bengal Nagpur Raihvay . — Eight tea stalls were provided' at Garbeta, 
Mohuda, Itwari, Raipur, Eourkela, Muniguda, Rayaghada and Jajpur Road. 
The Hindu and Mahomedan stalls at Gondia were provided with two separate 
water taps. 

Bombay, Baroda and Central India Railway. — A stall was opened at 
Santa Cruz. The tea stalls in the third class passengers’ waiting hall at 
Ratlam and a stall at Sirsa were improved. 

Eastern Bengal Railway. — ^T^endors’ stalls were improved by the provi- 
sion of chimneys, scullery and water taps at Poradaha, Ishurdi and Katiliar. 
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East Indian Railivay, — Vendors’ stalls were provided at Bermo, Fateh- 
pur and Kashi, and the stalls at [Mokameh Ghat, Gaya and Moghal Sarai 
were improved. 

North Western Railway, — One new stall was opened at Nawabshah. 
Shelters were provided for the Hindu and Mahomedan tea stalls at Gujran- 
wala Town. 

South Indian Railway. — A tea stall was built at Painban, a fruit stall 
at Tirumangalam and light refreshment stalls at Ilillgrove and Peralam. 

(vi) Waiting rooms for upper class passengers, waiting halls for third class 

passengers — Benches. 

Assam Bengal Railway. — A first and second class passengers’ waiting 
room was provided at Manipur Road. Two additional benches were pro- 
vided at Ishwarganj for third class passengers. 

Bengal and N orth-W cstern Railway. — ^An upper class waiting room was 
provided at Siswa Bazar. Two double seated benches wei'c provided each 
on platforms at Gonda, Mau junction and Aunrihar. 

Bengal Nagpur Raihuay. — The existing waiting hall at Jhalda -was 
improved by walling in the sides to prevent rain water beating through, and 
a Zenana waiting hall pro4'ided. New waiting halls for third class passen- 
gers were built at Rupra Road, Lanjigarh Road and Muniguda. The 
waiting hall at ^landla Fort station was improved by the closing in of Uvo 
sides and the raising of the floor. The waiting hall at Chhindwara was 
cemented. One bench was placed on the ])latfonn at Bamhnibanjar. Two 
benches at Drug, one each at Sudamdih and Nagjua and three cement benches 
at Nainpur, were provided in the third class waiting halls. One liench and 
two chairs were placed in the intermediate class waiting hall at Sakhigopal. 

Bombay, Baroda and Central India Railway. — The waiting room at 
Broach was improved by providing white tile flooring and dado in the 
gentlemen's and ladies’ lavatories and bath rooms. At Dakor, the third 
class waiting hall was extended to provide additional shelter for aljout 100 
passengers. 

Burma Railways. — K waiting room for first and second class passengers 
was provided at iMyinmu station. 

Eastern Bengal Raihuay. — Tlie general waiting hall at Ranaghat was 
extended and a new lean to shed provided at Bahadurpur. At jManihari 
Ghat, a ladies’ waiting hall was provided. 

East Indian Railway. — ^Intermediate class waiting rooms were provided 
at Rampur and Bareilly. The third class passenger hall on the down plat- 
form at Benares Cantonment was extended. New waiting halls were built 
at Fatehpur and Firozabad. Four benches rvere placed on the station plat- 
forms at Taregna and two at Aonla ; also two in the third class waiting b nll 
at Hapur. 

Great Indian Peninsula Raihuay. — A covered waiting hall was provided 
for third class passengers on the narrow gauge platform at Jubbulpore. 
Six benches were provided at Thakurli station platform. The up and down 
platforms at Manmad were extended. A roof was built over the third class 
latrines at Shahabad. A partition was constructed in the pilgrim hall at 
Kurduwadi to facilitate the movement of passengers. The third class wait- 
ing haUs at Rohini and Akola were paved with stone. 

Jodhpur Railway. — On the platform at Balwara one additional bench- 
was provided. 

Madras and Southern Mahratta Railway. — The waiting halls for third 
class passengers at Gollaprolu, Attili, Viravasaram, Narasapur, Samalkot 
and Karajgi were extended. New third class waiting halls were provided' 



BENGAL AND NORTH-WESTERN RAILWAY. 



Distortion by earthquake of track near Sitamarhi, 
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at Cliiluyiir, Pennada Agraliaram, Kaldhari. Relangi, Lankalakoderu and 
Samalkot. A carriage body was provided at Bagewadi to serve as a wait- 
ing ball. An additional third class waiting hall was provided at Bangalore 
City. One bench was provided in the third class waiting room at Thalangai. 

His Exalted Highness the Nizam’s State Railway. — In addition to the 
provision of a flush latrine in the third class waiting hall at Secunderabad, 
other improvements were also effected. A waiting hall for third class 
passengers was built at Tadkalpudi. 

North Western Railway. — The existing third class waiting halls at 
Haripur-Hazara, Havelian, Chak Naurang and Kotla Jam, were extended. 
A new third class waiting hall was provided at Fatehgarh-Churian. On 
the station platforms at Marh Balochan, four benches were provided. Seven 
benches were placed in the third class waiting haU at Bhakkar, two at 
Daulatala, two at Mankiala, two at Panipat and eight at Patehgarh Churian. 

Rohilkund and Kumaon Railway. — Rout wooden benches (double type) 
were provided at Kasganj City, Kashipur and Bhojeepura. 

South Indian Railway. — Two upper class waiting rooms, one for 
gentlemen and the other for ladies, were provided at Dindigul Junction. 
New w'aiting halls were provided at Bikshandarkovil, Narthamalai, and 
Olavakkot junction. One third class waiting hall was erected at 
Kayalpatnam, the existing one being converted into a purdah ladies’ wait- 
ing hall. Two covered ways were provided on platforms at Dindigul. Two 
benches were provided on the station platform at Ariyalur and two in the 
third class waiting hall at Dindigul Junction. 


(vii) Opening of new stations and city hooking offices. 

Assam Bengal Railway. — A new station, named Kujibali, was opened 
between Simaluguri and Sibsagar Town. For the convenience of mela 
passengers two temporary portable booking ofiices were provided at 
Barabakund and Baraiyadhala stations. An enquiry office was also opened 
nt Sitakund station during mela periods. 

Bengal and North-Western Railway. — ^An out agency was opened at 
klarufganj (Patna) for parcels and goods traffic. 

Bengal Nagpur Railway. — One autolux lamp each at Bagnan and 
Ulubaria and two such lamps at Bauria were provided. 

Bombay, Baroda and Central India Railway. — An additional booking 
window was provided at the local booking office on the down platform at 
Dadar. An out agency was opened at Jaipur for the booking of passengers, 
luggage and parcel. 

Eastern Bengal Raihuay. — This railway joined in the combined Bengal 
Nagpur and East Indian Railway booking office at Bhowanipore in the 
southern area of Calcutta. 

Great Indian Peninsula Railway. — The following stations were 
opened: — A flag station Rohna Devi, on the Dharwa-Pusad Railway, 
Malthan station, on the Dhond-Raichur section, which had been temporarily 
closed, Malikpeth, on the Kurdwadi-Hotgi section, Karanja Town on the 
Murtazapur-Yeotmal section, Murtazapur Town, Chawalkhede on the 
Jalgaon-Amalner section. A booking office was also opened at Mulji Jetha 
Market in Bombay. 

Madras and Southern Mahratta Railway. — A booking office in Godavari 
Town was opened for booking of passengers and the Arlapet (Bangalore City) 
town booking office was closed. 

South Indian Railway. — Two stations were opened, one at Peddanayak- 
kanpalaiyam and the other at Sarvay on the Salem-Vriddhachalam section. 
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87. Accidents. — (a) Tlie folloAving table shows the number of railway' 
servants and other persons killed and injured in accidents on Indian Eail-- 
ways, excluding casualties in railway workshops : — 


Cause. 

I Killed. 

1 INJURE. 

1932-33. 

I 

! 1933-34. 

I 

1932-33. 

[ 

1938-34. 

A. — Passengers. 



! 

i ' 

! 

In accidents to trains, rolling-stock, per- 
manent-way, etc. 

6 

1 

21 

61 

160 

In accidents caused by movements of trains 
and railway vehicles exclusive of train 
accidents. 

216 

204 

1 

1 

761 

785' 

1 

1 

In accidents on railway premises in which 
the movement of trains, vehicles, etc., j 
was not concerned. 

10 

7 

21 

19 

Total 

231 

232 1 

i 

1 

i 

843 

964 

B. — Bailway servants. 


1 

i 


1 

In accidents to trains, rolling-stock, per- 1 
manent-w'ay, etc. 

8 

9 

79 ' 

123 

In accidents caused b) movements of trains 
and railway vehicles exclusive of train 
accidents. 

184 

177 

1,789 

1,975 

In accidents on railway premises in which 
the movement of trains, vehicles, etc., 
was not concerned. 1 

24 

1 

33 

6,922 

i 

6,357 

Total 

216 

219 

7,790 

8,455 

C. — Other than 'passengers and 
railway servants. 





In accidents to trains, rolling-stock, per- 
manent-way, etc. 

41 I 

46 

! 

103 

1 

86 

In accidents cacLsed by movements of trains 
and railway vehicles exclusive of train 
accidents. 

2,225 

2,307 

698 

679 

In accidents on railway premises in which 
the movements of trains, vehicles, etc., 
was not concerned. 

44 

23 

76 

798 

Total 

2,310 

2,375 

876 

1,663 

Gband Total ' 

2,767 j 

2,826 

9,609 

10,982 


{h) Out of the total of 2,826 persons killed, 1,832 were trespassers; 393* 
were reported 'to be suicides and' 63 were killed on railw'ay premises other-- 
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wise than during the movement of trains, vehicles, etc. The increase in the 
number killed, as compared with the previous year, is accounted for by an 
increase of 88 under the head “ trespassers ” which is partly counter- 
balanced by a decrease under the heads “ suicide ” (8) and “ persons killed on 
railway premises otherwise than during the movement of trains, vehicles, etc.” 
(15). 

(c) The number of passengers killed and injured during the last 5 years 
compares as follows : — • 


Year, 

PASSKNOEBS. 

KiUed. 

Injured. 

1929-30 

• 

• 

• 

• 

• 

• 

• 

• 

• 

358 

i 

1,126 

1930-31 

• 

• 

• 

• 

• 

• 

• 

• 

• 

337 

1 

1,037 

1931-32 

• 

• 

• 

• 

• 

• 

• 

• 

• 

1 

255 

912 

1932-33 

• 

• 

• 

• 


• 

• 

• 

• 

231 

843 

1033-34 

. 

. 






, 

. 

232 

964 




* 






! 

1 



{d) On class I Railways the number of railway servants killed in 
accidents which occurred during the movement of trains and railway 
vehicles, exclusive of train accidents, decreased by 13 and the nxunber injured 
increased by 176. The main causes of the accidents and the casualties 
resulting therefrom are summarised below; — 



KiLUEI). 

Injubed, 

Cause. 

1932-33. 

1933-34. 

1932-33, 

1933-34. 

Misadventure or accidental 

121 ' 

1 

122 

1 

1,558 

1 

1,771 

Want of caution or misconduct on the 
part of the injured person. 

51 

47 

183 

140 

Want of caution or breach of rules, etc., i 
on the part of servants other than 
tlie person injured. 

9 

• • 

13 

! 

22 

Defective apparatus or system of working, 
dangerous places, dangerous condition 
of work or want of rules or systems of 
working. 

1 


3 

1 

Total 

182 

169 

1,767 

1,933 


(e) The following statement analyses the accidents which occurred during 
the last two years, grouped under the principal causes. A statement show- 
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ing the accidents in greater detail for -each . 

railway ■will 

be , found in 

Appendix D of Volume II of this ireport ; — 

1932-33. 

1933-34. 

1. Hxmning over cattle ... 

9,237 

9,701 

2. Derailments not involving passenger trains . 

2,968 

3,174 

3. Accidents dne to failure of couplings and 
draw gear ...... 

■2^017 

1,917 

4. Accidents due to failure of engines owing 
to faulty material , wor Jonansliip and 
operation arising from tlie working of 
the running staff .... 

1,417 

1,401 

Accidents due to failure of engines owing to 
faulty material and workmanship in the 
Hechanical Department 

543 

521 

'6. Broken rails 

350 

355 

7. Accidents due to failure of other rolling 
stock ....... 

4 

346 

8. Derailment of passenger trains . 

216 

234 

9. Dunning over obstructions on the lines 
other than those at level crossings 

236 

193 

10. Flooding of permanent way 

124 

188 

11. Fires in trains or at stations or bridges 

195 

186 

12. Collision involving goods trains or goods 
vehicles , . . . . .. 

127 

148 

13. Attempted train wrecking .... 

131 

116 

14, Trains running over obstructions or vehicles 
at level crossings ..... 

109 

94 

15. Land slips ...... 

59' 

74 

16. Collisions involving passenger trains . 

44 

65 

17. Passenger trains running in the wrong direc- 
tion through points but not derailed . 

59 

55 

18. Accidents due to failure of axles 

54 

44 

19. Collisions between light engines 

34 

43 

20. Train wrecking .... 

47 

20 

21. Accidents due to failure of brake apparatus 

5 

13 

22. Accidents due to failure of tjTes or wheels . 

11 

12 

23. Failure of bridges or tunnels 

3 

6 

24. Miscellaneons 

297 

326 

Total 

18,287 

19,231 


(/) The total number of accidents shows an increase of 944 when com- 
pared with the previous year : against this the increase in total train miles 
was 8-6 millions — 


(i) ” Eunning oyer cattle ” still accounts for the largest number of 
accidents, i.e., 50 per cent, of the whole. Next in order, are 
‘‘ derailments not involving passenger trains ” (17 per cent.), 
“ accidents due to failure of couplings and draw gear ” (10 
per cent.), “ accidents due to failure of engines owing to faulty 
working of the running staff ” (7 per cent.), ” accidents due to 
failure of engines owing to faulty material, etc., in the mecha- 
nical department ” (3 per cent.),' “ broken rails ” (2 per cent.) 
and “ accidents due to failure of other rolling stock ” (2 per 
cent.). ^ 


(ii) The number of accidents classed' under “ attempted train wreck- 
ing and “ tram wrecking ” decreased from 131 and 47 to 
116 and 20 respectively. Cases of “trains running over 
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obstructions or vehicles at level crossings ” showed a decrease, 
in, spite of an increase in the number of vehicles run during the 
year. The other heads which showed a decrease in the number 
of accidents were “ rimning over obstructions on the line other 
than those at level crossings ”, “ fires in trains or at stations 
or bridges ”, ” passenger trains running in the wrong direc- 
tion through points but not derailed ” and ” accidents due to 
failure of axles ”. 

(iii) ” Derailments of passenger trains ”, ” flooding of permanent 
way ”, “ collisions involving goods trains or goods vehicles ”, 
“ land slips ”, ” collisions involving passenger trains ”, 

” collisions between- light engines ”, and " accident's due to' 
failure of brake apparatus, tyres or wheels, bridges or tunnels ” 
showed an increase as compared withi the previous year. Acci- 
dents in railway workshops accounted for the death of 8 and 
injuries to 8,789 railway servants, being an increase of 4 in 
the former and 220 in- the latter as- compared with the previous- 
year. 

88. Brief details are given below of the more serious accidents -which 
occurred during the year. 

On the l7th April, 1933, No. 8.5 Up Express was derailed at mile 
19/40 between Sonwara and' Dharampore stations on the Kalka Simla Sec- 
tion of the North Western Railway, due to the train travelling at an exces- 
sive speed. Ten persons (including three engine crew) were injured 

On the 2nd May, 1933, No. 2 Down Punjab Mail was derailed at mile 
273/19-20' between Dumra and Burhee stations on the East Indian Railway, 
due to the track having been maliciously tampered with. The casualties 
were 5 killed, and 13 injured, and the damage to rolling stock and permanent 
way was approximately Rs. 48,000: 

On the' 20th May, 1933, a trolley Iielonging to the Bengal Coal Com- 
pany’s Rajhara Colliery, carrying the family of the Colliery Manager to 
Rajhara- station, on the East Indian Railway, was run into from the rear 
by No. 1 Up which had' emerged from a cutting before the trolley could 
be removed from the track. The accident was due to a disregard of the trolley 
rules and regulations by the Colliery Manager whose three-year old daughter 
was killed. 

On the 6th June; 1933, No. 5 Up Mail ran into a motor bus at a level 
crossing situated about 400 feet outside the up outer signal of Bhadohi 
station on the East Indian Railway due to the gate-keeper not closing the 
gates in time and the motor bus driver not exercising reasonable caution. 
Eifteen passengers in the motor bus were killed on the spot and sixteen 
injured, two of whom died subsequently. 

On the 1st Julj% 1933; No. 96 Down special ran into a breach in the 
embankment at mile 21, about 150 yards in length caused by_ a- flood, between 
Sangola and Wasud on the Barsi Light Railway. The driver and the fire- 
man sustained minor injuries, but the second fireman- was seriously injured 
and subsequently succumbed to his injuries. 

On the 4th July, 1933, No. 32 Doa\ti Express collided with a rake of 
vehicles near Raniganj on the East Indian Railway, causing injuries to 
ten passengers travelling by the Express. The accident was due to the points 
leading to a coUiery siding not having been properly set. 

On the 1,1th July, 1933, the rear portion of No. 21 Up mixed' (which 
broke away at mile 7 on the Birur-Arasalu Branch of the Mysore Railway) 
collided with No. 17 Mail at Tarikere station. The accident was due to the 
brakes in the brake vans of No. 21 Up (when stalled at mile 7) not having 
been applied and to adequate steps not having -been taken to prevent the 
rear portion of the train from moving. Eleven passengers were killed on the 
spot' and nineteen injured, six of whom- subsequently succumbed to their 
injuries. 

Ji2 
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On tlic 27th September, 1933, sixteen londecl wagons of No. M. 45 Up 
goods train were derailed at mile 5G1/14 on the Amla-Parasia section of the 
Great Indian Peninsula Railway, clue either to one of the wagons l)eing 
defective or to its having run over an obstacle. The total darnage to per- 
inanent Avay and rolling stock amounted !t]ipro.ximatcly to I?s. 32,000. 

On the 13th October, 1933, a goods train standing partly on a cross-over 
was run into by No. 10 TrivnneUnm Fast passenger train at Tambarara 
station on the South Indian Nailway. Twenty passengers, including thirteen 
railway servants, were slightly injured. The accident was duo to the driver 
of the passenger train not observing signals. 

On the 2Gth October. 1933, No. 3 Up lifail was derailed at niijc 414/p 
between Ganjkhwaja and !Moghalsorai stations on the F.nst Indian Nnjl- 
way, due to the distortion of (he (rack, caused by the lurching which the XB 
type engine develops at high speed. Twenty passengers were injured, two 
seriously. 

On the 29(h January, 1934, while No. 1G1-A Up F-xpress goods train 
was coming to a stop on the loop lino at TTarthala station on the East Indian 
Eailway, in order to cross No. 1G2-A Down Express goods train, the driver 
of the latter train ran against signals and caused a head-on collision with 
No. 161-A. The cost of damage to rolling stock and track amounted 
approximately to Rs. 28,000. 

On the 20th February, 1934. No. 352 Down goods train collided with an 
Up engine with brake van attached at mile 291 /If) between Rcchni Rond 
and Asifahad Road stations on TIis Exalted TTighness the Nirarn’s fatale 
Railway. The accident was due to a breach of the rules for working on the 
part of the station staff. The crew of the I'p engine sustained minor 
injuries. The damage to i-olling stock amounted to Rs. 8,000. 

89. Damage by earthquakes, floods and cyclones.— ryc/o?!c dnmnars 
on the South Indian Raihraif . — On (he 15th Uccemher. 1933, a cyclonic ‘^tnrm 
accompanied by hea^y rain crossed (he Coromandel coast between Rondicherry 
and Tranquebar and caused considerable damage to South Indian Railway 
property, with interruption to traffic on several sections. There was 
considerable damage to telegraph lines, posts being uprooted in several 
places; trees were blown down in large numbers and roofs of cabins, station 
buildings and staff quarters also snlTcred severely. The permanent-wav was 
breached in several places and several bridges and the approaches thereto 
were eroded. A_ feature of (he cyclone was that in three instances coaches 
■on passenger trains capsized owing to the force of the wind, hut fortunately 
with no injury to any of the passengers. 

Earthonnl-p dnmancs . — The earthrinake of (he 15th January. 1934, 
caused widespread damage and loss of life over the Bengal and North- 
Western, East Indian and Eastern Bengal Railways. The following is .a 
brief accoiuit of the damage to railway property on the several systems : — 

Benaal and North-Western JRailwaij . — The worst of the damage occurred 
on the Tirhut (State) section and ranged from buildings and bridges, which 
merelj^ cracked to practically complete destruction of bridges and structures, 
the severest damage occurring in the low-lyintr and wnter-lnrr"cd narts. All 
over the Tirhut and East U. P. sections, station buildings, bungalows, staff 
quarters and other buildings wore more or less damaged; (he permanent- 
way and bridging settled in several places, and the rails remained suspended 
or were moved laterally. In fact not a bridge in Tirhut was left undamaged 
to a greater or less extent and hardly a mile of permanent -way was left 
undisturbed. The damaged lu-idgcs included the two large ones at Tnrtipnr 
and near Chu]ora (Inchcape bridge^. The Bur-Gandak Bridge at Khagaria 
also had one pier seriously damaged. 

The cost of repairs and of comnlete restoration of the various sections 
is placed at Rs. 23 lakhs, but this takes no account of the further settlement 
and damace which are almost certain to oeour when the country broken 
by the earthquake is subjected to tbe monsoon floods. The loss to human life 




Earthquake fissures in Bairagnia Station yard. 
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was, however, fortunately only two, who were killed in the collapse of the 
Engineering workshop at Samastipur. 

East Indian Railway . — Very serious damage was done to buildings and 
structures at various stations on the East Indian- Railway n 9 tably at 
Jamalpur, where 130 out of 180 houses in the railway colony collapsed and 
were rendered uninhabitable. The loss of life was also serious, 17 persons 
being killed, and 48 others being injured. The worlcshops were also badly 
•damaged and work was stopped for an indefinite period. The cost of repairs 
to the workshops and of remodelling the station yard at Jamalpur is alone 
estimated at not less than Rs. 50 laldis and it is necessary to incur an 
expenditure of an additional Rs. 15 lakhs on quarters at Jamalpur, Monghjm, 
Patna and a few other stations to accommodate the staff rendered homeless 
by the earthquake. Fortunately the track and bridges on this railway were 
not damaged to anj^ material extent. 

Eastern Bengal Railway . — The damage on this line was mainly confined 
to the track, bridges and culverts on the sections Katihar to Purnea and 
Jogbani and to the Murliganj and Behariganj branches over which all 
traffic was stopped temporarily. The total cost of repairs is estimated at 
Rs. 4^ lakhs. 

90. Central Publicity. — The Central Publicity Bureau and its branches 
in London and New York have continued their general activities on the lines 
of the previous years. An improvement in the tourist traffic to India general- 
ly from Europe and America is recorded. A decrease in “luxury” traffic, 
that is to say, traffic in tourists from overseas who make use of tourist cars, 
has been observed, but an increase in “ Inland tourist car traffic”, that is 
to say, the use of tourist cars by people in India, is reported to the extent of 
46‘5 per cent, over the figures for tlie previous year. 

During the year under review, three “ World Cruise ” ships visited 
India as against two in 1932-33. One of these ships in particular, the 
“ Gripsholm ”, is of special interest as she represented ,a new venture in 
“ World Cruises ”. This cruise was primarily to India and the overland 
journej'^ in this country was included in the cost of the ticket. All land 
trips from Ports touched on the journey out and back were extras. The 
“ Gripsholm ” was run bj’- the Swedish American Line for the benefit of the 
continent of Europe generaUj' and of Swedes, Norwegians and Danes in 
particular. It is believed that advertising on the Continent by the Indian 
State Railways has materially contributed to the organisation of this cruise. 

Generally speaking both the London and the New York Bureaux show a 
marked increase in the work done. 

As in previous years, Indian Railwaj^s were represented at the British 
Industries Fair, 1934, and at the Advertising and Marketing Exhibition 
held at Olympia during 1933. In America, Indian Railways received valu- 
able publicity at the Century of Progress Exhibition at Chicago (1933) by 
collaboration with the Chrysler Corporation Ltd. 

In India, the Central Bureau has continued its activities in regard to 
fostering pilgrim traffic to places of religious importance, and the results 
obtained have shown a remarkable improvement over other years indicating 
that the lines worked on are correct. 

91. Anti-malarial measures. — ^During the year under review, anti- 
malarial measures on railways were continued with good results. 

On the Assam Bengal Railway there was a small increase in the per- 
■centage of malaria cases during 1933-34 as compared with 1932-33. Lumd- 
ing continued to show the lowest percentage of malaria cases. There was a 
rise in the number of malaria cases at Pah.artali in the first quarter of the 
year but considerable improvement was effected when the anti-malaria 
organisation started working. 

The nialaria season of 1933 on the Bengal Nagpur Railway was excep- 
tional owing to an unusually hea-^y monsoon which commenced very early and 
•continued till October. In spite of severe damage done to training and other 
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anti-malarial works, coDsiderable improvement was effected in the areas in 
which malaria controls were functioning. 

On the Eastern' Bengal Railway the number of malhria cases dropped 
from 12,596 cases in 1932-33' to 9,266 in 1933-34. Almost all the stations 
under malaria control showed an improvement. 11 additional stations were 
brought under malaria control and measures were carried out in conjunction 
vrith the Public Health Department of Bengal and the Calcutta Corporation, 
especially the latter, in connection with the extermination of the Anopheles 
Ludlowii mosquito which infects the outsldrts of Calcutta. The most notable 
result of control measures was at Raja Bhat Khawa where the peak of 
malaria incidence is reached during the period September to December. At 
certain stations under malaria control and in the Calcutta Medical District, 
cases of malaria were treated by the new s^mthetic preparations — ^Atebrin 
and Plasmoquine. An insecticide named Killsect ” was also prepared in 
the Railway Chemical Laboratorj' at Sealdah and used in some control 
stations for destroying adult mosquitoes. This insecticide is more effective 
and considerably cheaper than the proprietary preparation of “Flit”. 

Anti-malarial measures were extended to certain stations on the Bombay, 
Baroda and Central India Railwaj'. Special mention may be made of the 
work done at Ajmer where as a result of the operation conducted bj’- the 
Municipality at the instance of the Malaria Advisory Committee; the 
mosquito nuisance in the Railway area contiguous to the Municipal land was 
reduced to some extent. 

On the Great Indian Peninsula Railway the percentage of malaria cases 
slightly increased from 7-81 in 1932-33 to 8-84: in 1933-34. The usual anti- 
malarial measures mth a view to systematic destruction of larvae and* preven- 
tion of breeding by regular cleaning and oiling of aU drains, drainage of 
pools of stagnant water where possible, filling up of small pits and depres- 
sions, etc., were carried out throughout the year. 

On the Madras and Southern Mahratta Railway anti-malarial measures 
were successfully carried out and it was found possible to remove two stations 
fromi the list of “ unhealthy stations ”. 
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APPENDIX A. 

Railway Administratioiis in India alphabetically arranged in three 
classes according to their gross earnings showing the working 
agencies and ownership. 


[Note. — -B ailways nader oonstraotioa or aanotionod for oonstruotion on the Slst Maioh 1934, are 

sliovm in italics.] 


Bailway system. 

Lines gompbised in the 

SYSTEM. 

Name. 

'Worked by 

Name. 

Gauge. 

Owned by 

1 

2 

3 

4 

& 


CXASS L--RAILWAyS. 


<1, Aasam Bengal . 

Assam Bengal Rail- 
way Company. 

(а) Assam Bengal « 

(б) Chapariuukh Silgbat 

3' 

3r 

H' 

State. 


3' 

Branch lino Company 






under guarantee 
terms. 



(c) Katakhal Lalabazar • 

3' 

3r 

Ditto. 



(d) Mymonsingh Bhairab 

3' 

Si' 

Branch line Company 



Bazar. 



under guarantoo 
and rebate terms. 

.2* Bont^al and North- 

Bengal and North- 

(a) Bengal and North- 

3' 

w , 

Company subsidized 

Wes tom. 

Wostora Railway 

Company. 

Western, 


1 

by tho Government 
of India*. 


(6) Alashrak-Thnwo 

3' 

w 

State. 



(c) Tirhoot . . • 

S' 

w 

Do. 

:3, Bengal Nagpur , . . 

Bengal Nagpur Rail- 1 
way Company. 

(o) Bengal Nagpur 

6' 

0' 

Do, 


(6) Anuppur-SIanondra- 

5' 

6' 

Do. 



garh. 






(c) Mayurbhanj . 

2' 

6' 

Branch lino Com- 





pany under rebate 
terms. 




[d) Parlakimcdi Light . 

2' 

6' 

Indian State.^ 



(e) Purulia-Ranohi 

o/ 

C' 

State. 



(/) Raipur-Dhamtari 

2' 

0" 

Do. 



[g) Satpnra . 

2' 

6' 

Do. 

4- Bimbay, Baroda and 

Bombay, Baroda'land 

(a) Bombay, Baroda and 

6' 

6' : 

Do. 

Central India. 

CJontral India Rail- 
way Company. 

Central India. 



Indian State. 


(6) Nngda-Ujjain , 

G' 

C' 



(c) Potlad -Cambay (An- 

6' 

6' 

Ditto. 



and-Tarapur Sec- 
tion). 


1 




(rf) Petlad-Cambay (Tara* 

G' 

6' 

Ditto. 



pur-Cambay Soo- 
tion). 






(c) Tapti-Yailoy . • 

1 6' 

6* 

Branch lino Company 





under rebate terms. 



(/) Bombay, Baroda and 

S' 

sr 

State. 



Central India. 






(y) Ahmodabnd-Parantij 

S' 

sr 

Branch lino Company 





1 under rebate terms* 



(/i) Dhrangadra . 

S' 

3|' 

j Indian State. 



(i) Jaipur State . • 

S' 

3r 

Ditto. 



(j) Palanpur-Docsa 

S' 

w 

Ditte.f 



(/r) Bombay, Baroda and 

2' 

0' 

State. 



Central India. 


1 




(/) Champanor-Shivra j - 

2* 

6' 

Branch lino Company 



pur-Pani Light. 



under rebate terms. 



(tji) Qodbra-Lunavada . 

2' 

6' 

Ditto. 



(n) Nadiad-Kapadvanj . • 

2' 

6" 

Ditto. 



(o) Piplod-Dovgad-Baria 

2' 

6' 

Indian State. 



\p) Rajpipla State « 

2' 

6' 

Ditto. 

.5* Burma » • » 

State • • • 

(o) Burma . 

3' 

sv 

State. 


♦ Eeccivcs land only from Govornment. ^ ^ . .xi.* i. 

t Owned jointly by Government and Palanpur Durbar. (Sale^of Government s FinanDial interest in this hne 
'to tho Dnrbar has been decided upon.) 

J OT5^ed by Baja of Barlakimedi. 
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Railway system. 

Likes compeised ik the system. 

Name. 

Worked by 

Name, 

Gauge. 

' Owned by 

1 

2 

3 

4 

C 


6 . Eastern Bengal 


State 


CLASS L-RAILWAYS-confJ. 

* • (o) Eastern Bengal 

{b) Sara Sirajganj 

(c) Eastern Bengal 
(tf) Coocli Bohar State 
(c) Eastern Bengal 
(/} Khulna-Bagerhat 


6' C' 
6 ' 6 ' 

S' 3r 

S' sr 

2' G" 
2' G' 


State, 

Branch lino Company 
andor rebate terms. 
State. 

Indian State. 

State. 

Branch lino Company' 
under rebate terms. 


7« East Indian 


State 


(а) East Indian . . 6' 6" 

(б) Hardwar-Behra . 6' 6' 


(c) South Bihar . . 5' C' 


(d) Caiimpore-Bur h TV a 1 
L*nk.* 


3' sr 


State. 

Branch line Company' 
under guarantee- 
terms. 

Branch line Com- 
pany. 

State. 


8, Great Indian Penin- 
sula. 


State 


(а) Groat Indian Penin- 

sula. 

(б) Bhopal-Itaxsi (Indian 

State Section). 

(c) BUopal-ITJiain 

(d) Bina-Gooua-Baran , 
(c) Dharwa-Pusad 

(/} Bhond-Baramati 


6' 6' 

5' 6' 

f/ 6' 
5' 6' 
2' 6' 
il' 6' 


(g) Ellichpur-Yeotmal . 2' G' 

(h) Pachora-Janiner . 2* C* 

(i) Pulgaon-Arvi • . 2' 0* 


Bo. 


Indian State. 

Bitto. 

Bitto, 

State. 

Branch line Company 
under rebate terms. - 
Bitto. 

Bitto. 

Ditto. 


9. Jodhpur 


Indian State 


(a) Jodhpur 
{b) Jodhpur-Hyderabad 
(British Section), 
(c) ilirpur KhasJChadro 


3' sr 
3' sr 

S' sr 


Indian State. 

State, 

Company subsidized ' 
by the Government - 
of India.f 


10* Madras and Southern 
Mahratta. 


Madras and Southern 
Mahratta Railway 
Company. 


(а) Madras and Southern 

Mahratta. 

(б) Kolar GoIdGelds 

(e) Tenali-Repalle . 
(d) Madras and Southern 
Mahratta. 

(c) Alnavar-Bandeli (Pro- 
vincial). 

{/) Bangalore-Karihar . 
(j) Be^wa d a-M a s u 1 i - 
patam. 

(h) Hindupur (Yesvant- 

pnr-M> sore Fron- 
tier). 

(i) Kolhapur State 

( j) Sangli State 

{k) West of India Portu- 
guese. 


6' G' 

5' 6' 
5' G*’ 
3' 3i' 

3' 3|' 

3' Si" 

3' sr 

S' sr 


S' sr 
3' sr 
3 ' sr 


State, 

Indian State. 
District Board. 
State. 


Bo. 


Indian State. 
District Board. 

Indian State. 


Ditto. 

Bitto. 

Foreign Country. 


11. Nizam’s State » 


Nizam’s State Rail- 
ways, 


(а) Nizam’s State 

(б) Bezwada Extension , 
(r) Ni/am’s State . 

(d) Bronachollam (Bho- 
ne)-Kurnool-British 
Frontier. 


5' 6” 
5' 

3' sr 

3' w 


Indian State. 
State. 

Indian State. 
State. 


♦ Under tunning power agreement the B. and N.-W. Railway Company 
over ibis line. 

t Receives land only from Government. 


nin and haul their trains and trafiic 
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Railway firsTJEsi. j 

Lines costpsisex) m xhe system. 

Name. 

Worked by 

Name. 

Gauge. 

Owned by 

1 

2 

3 

4 

5 


CLASS L-RAILWAYS^ncW, 


12 . North Western 


13 . Bohilkimd and 
maon. 


14 . Sooth Indian • 


State ... 

(a) North Western . 

6' 6' 


{b) Amrit'iar Patti 

6' 6' 


(c) Bahawalnagar Bagh- 
dad. 

6' 6' 


(d) Hoshiarpur Doab 

{Jullundur Muke- 
rian). 

6' 6' 


(c) Hoshiarpur Donb 

(Phacwara-Rahon) , 

6' R' 


(/) Jammu and Kashmir 
(Indian State Sec- 
tion), 

6 ' 6* 


iff) Jind Panipat (Indian 
State Section). 

6 ' 6' 


(A) Khanpttr-Chaohran . 

5 ' 6' 


(t) Lndhiana-Dhuri 
Jakhal. ' 

6' 6' 


(j) Mandra-Bhaun . 

6' 6' 


(fc) Rajpura Bhatinda . 

5 ' 6' 


(Z) Sirtod Rupar . 

6' 6' 


(m) Sialkot Narowal 

6' 6' 


(n) Jaoobabad-Kashmor. 

2' 6' 


(0) Kalka-Simla , 

2' 6* 


(p) Kangra-VaUey 

2' 6* 


(9) Kohat-Thal 

2' 6’ 


(r) Larkana-Jaoobabad . 

2' 6' 

1 

(s) Trans-Indus (Kala- 
bagh-Bannu). 

2' 6' 


(0 Zhob VaUey (Fort 
Sandeman khanai). 

2' 6' 

Rohilkund and Ku- 
maon Railway Com- 

(a) Rohilkund and Kn- 1 
raaon. 

3 ' W 

pany. 

(6) Luoknow-Bareilly * 

3 ' 3 r 

South Indian Railway 

(u) South Indian . 

5 ' 6' 

Company, 

(6) South Indian . 

3 ' 3 |' 

(c) Nilgiri . 

3 ' 3 r 


(d) Pemlatn-Karaikkal . 

3 ' 3 r 

1 

(c) Podanur-PoUaohi . ! 

y sr 

1 

(/) Pondicherry . ! 

3 ' 3 r 


(7) Shoranur-Cochin 

3 ' 3 r 


(ft) Tinnevelly-Tiruchon- 
dor- 

3 ' 3 r 


(i) Travanoore (British 
Section). 

3 ' 31 ' 


(j) Travancore (Indian 
State Section). 

3 ' 3 |' 


{h) Morappur-HoBur 

2' 6' 


! (Z) Timpattur-Kriahna- 

2' 6' 

i 

1 

giri. 

i ! 


State. 

Branch lino Company^ 
tinder rehate terms, 
Indian State. 

Branch lino Companjr 
under rehato terms. 

Ditto* 

Indian State. 


Ditto* 

Ditto. 

Ditto. 

Branch line Company 
under rehato tOTms. 
Indian State. 

Ditto. 

Branch line Company 
under rebate termB. 
Ditto. 

State. 

Do. 

Do. 

Branch line Company 
under rebate terras. 

State, 


Do. 


Company aubsi^zed 
by the Government 
oi India. 

State. 


Do. 

Do. 

Do. 

Foreign Country. 
District Board. 
Foreign Country* 
Indian State. 
District Board. 

State. 

Indian State. 

State. 

Do. 


CLASS n.~-RAILWAYS, 


1 * Barai Ught • • 

Barai Light Railway 
CJompany. 

Barsi Light , . » 

2 ' 6' 

Company subsidized 
by the Government 
of India.^ 

2 , Bengal Dooars . • 

Bengal Dooara Rail- 
way Company, 

(a) Bengal Dooars * 

i (ft) Bengal Dooars Ex- 
1 tensions. 

3 ' 31 ' 

3 ' 3 |' 

] 

Company suhsidixed 
by District Board. 

Com2)any subsidized 
by the Govern- 
ment of India.* 

! 

8. Bbavnagar State . i 

Indian State . • 

Bhavnogar State . 

3 ' 3 |' ! 

Indian State. 

! 

4 . Bikaner State . • | 

Ditto . 

Bikaner State . 

3 ' 31 ' 

Ditto. 


♦ Receives land only from Government. 

R 
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RaILWAT SrSTEiT. 

Lines coitrnisED in tab srsTHM, 

Namo. 

Worked by 

Kamo. 

Gouge. 

Owned by 

1 

2 

3 

4 

5 


CLASS R- 

-RAILWAYS-concW. 



5. Darjeeling Himalayan 

Darjeeling Himalayan 
Railway Company. 

(а) Darjeeling Hima- 

layan. 

(б) Darjeeling Hima- 

layan Extensions. 

2' 0" 

2' 0' 

Company eabsidired 
by liocal Govern- 
ment, 

Branch lino Company 
under rebate terms. 

G. Dibru-Sadiya . 

Assam Railways and 
Trading Company. 

(а) Dibru-Sadiyn . » 

(б) I^do and Tikak-JIar- 

ghcrita CoIIieiy. 

3' 3i' 

3' 3i' 

Company subsidized 
by l^cal Gorem- 
mont. 

Unuaaiatod Company. 

7. Gaokwar’s Baroda 

State. 

Indian Stato • « 

(а) Oaekwar’s Mchsana. • 

(б) Gaekwar’s Baroda 

Slate. 

(c) Dodoli Chbota Udai- 

3' 3r 

2' G* 

2' C' 

Indian Stite. 

Ditto. 

Ditto. 

8. Gondal . * , 

Ditto . . • 

(а) Gondal . . , 

(б) Jotalsar Rajkot , 

(c) iChijadiya Dlmri 

3' 33' 

3' 33' 

3' 33' 

Ditto. 

Ditto. 

Ditto. 

9. Howrab-Amta Light . 

Howrah-Amta Light 
Railway Company. 

Howrnh-Amta Light 

2' 0' 

Company subsidirod 
by District Board. 

10. Jamnagar nndDwarka 

Jamnagar and Dwarka 
Railway Company. 

(а) Jamiingor , 

(б) Jamnugar-Dwarka , 

(e) Oklmmandul • 

3' 3g' 

3' 33' 

3' 33* , 

Indian State. 

Branch lino Company 
under guarantee 
and rebate terras.! 
Indian Stato. 

ll Junagad State « « i 

Indian Stato . . 

Junagad State . . 

3' 33' 

Ditto. 

12. Morvi . . • 

Ditto . • « 

Morvi . • . . 

3' 3i' 

Ditto. 

33. Mysore . 

Ditto • • . ' 

(o) Mysore . 

[h) Rangaloro-Chik 
Ballapnr Light. 

(e) Kolar District • 

(d) Tarikero-Narasimha- 
rajapura Light. 

3' 33' ' 
2' C' 

2' 6' 

2' 0' 

Ditto. 

Company guaranteed 
by Indian Slate. 
Indian State. 

Ditto. 

14. Shabdara (Delhi) 

Saharanptir Light. 

Sbahdara (Dellii) 

Saharanpur Light 
Railway Company. 

Sbahdara (Delhi) Saha- 
ranpur Light. 

2' 0' 

Company subsidized 
by the Government 
of India.* 


CLASS III.-RAILWAYS. 


1. Abmadpar-Katwa 

Ahmadpur-ICatwa 
Railway Company. 

Ahmadpur-ICatwa , 

' 2' C' 

Branch lino Company 
under guoranteo 
terms. 

2. Arrah-Sasaram Light 

Arrah-Sasaram Light 
Railway Company. 

Arrah-Sasaram Light , 

, 2' C' 

Company Bubsidized 
b}' District Board, 

3. Bankura-Damoodar 
River. 

Bankura-Damoodar 
River Railway Com- 
, pany. 

Bankora-Damoodor 

River. 

2' C' 

Branch line Company 
j under guarantee 
terms. 

4 . Barasot-Basirbat 

Light. 

Barasot-Basirbat 
Railway Company. 

Baraset-Bssirliat Light . 

2' C' 

Company aubsidized 
by District Board. 

5. Bengal Provincial 

Bengal Provincial 

Railway Company, 

(o) Bengal Provincial . 

(/)) Dasghara Jamalpur- 
gunj. 

2' G' 

2' C* 

Unassisted Com* 

pany. 

Branch lino Company 
under guarantoo 
terms. 

6, BukhUarpur-Bihar 
Light. 

Bukh tiar pur-Bih ar 
Light Railway Com- 
pany. 

Bukhtiurpnr-Bibar Light 

2' 6' 

Company Bubsidizod 
by District Board. 

7, Bordwan-Katwa , 

Burdwan-Katwa Rail- 
way Company. 

Burdwan-Katwa • 

2' G' 

Branch lino Company 
under guarantee 
terms. 

8 Outch State . 

Indian Stato * 

Dutch State . 

r C' 

Indian State, 


t Financod on rotate terras given by tbo Jamnagar Durbar, 
♦Receives land only from Govommont. 
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RaILWAT SVSTEif. 

Likes comprised ik the 

SYSTEM, 

Kamo. 

Worked by 

Name. 

Gauge. 

Owned by 

1 

0 

3 

! 

4 1 

! 

6 


CLASS m 

-RAILWAYS-cotcW. 



9. Dohri-Rohtas Light * 

Bohri-Rohtas liight 
Railway Company. 

Dehri-Rohtaa Light 

2' 6' 

Company subsidized 
by tho Govern- 
ment of India, 

JO, Pholpur State , 

Indian State 

Dholpur State 

2' 6* 

Indian State. 

1 

IL FutTrah-Ielampur 

Fatwah-Islampur I 

Light Raihroy Com- 
»pany. 

Futwah-Islampor . 

2' 6' 

1 

Branch lino Company 
Tinder guarantee 
terms. 

12. Gwalior ’Light , 

Indian State . 

Gwalior Light 

2' 0' 

Indian State. 

IS. Howrah-Shoakhala 
Light. 

'1 

Howrah-Sheakhola 
Light Railway 
Company. | 

Howrah-Sheakhala Light 

2' 0' 

Company aubsidized 
by District Board. 

14. Jagadhri Light 

Jagadhri Light Rail- ^ 
Yray Company. 

Jagadhri Light . 

2' 0* 

1 

Unassisted Company* 

16. Jcssoro-Jhenidah 

Jhenidah Railway j 

Syndicate. 1 

> Jessore-Jhenidah . • ' 

2' 6' ! 

Ditto. 

16. Jorhat (Provincial) . 

River Steam Naviga- 
tion Company and 
India General Navi- 
gation and Railway 
Company. 

Jorhat (Provincial) 

1 

j 

2' 0' 

State. 

17.. Xalighat'Palta 

Kalighat-Falta Rail- 
w’ay Company. 

Kalighat-Falta 

2' 6' 

Branch line Company 
under guarantee 
terms. 

18, ICulasekarapatna-m 
Light. 

East India Distilleries 
and Sugar Factories, 

Kulasekarapatnam Light 

2' 0' 

Unassisted Company* 

19, STathoran Light 

ilatheran Steam Tram- 
way Company, 

Sfatheran Light . • 

2' 0' 

Company subsidized 
by tho Govermuent 
! of India. * 

20. Torhandar State 

fJndian'State . 

Porbandar State . 

3' 3r 

1 Indian Stale. 

1 

21, Tezporo- Pali para 

Light. 

Tezpore-Balipara 

Steam Tramway 

Company. 

Tezporo-BaUpara Light , 

i 2' 6' 

i 

1 Company subsidized 
by District Board. 

22. Trivelloro Light 

T. Namhcnimal Chetty 
and Sons. 

Trivelloro Light . 

2' 0*' 

1 Unassisted Company. 

23. TJdaipnr-Chitorgarh . 

Indian State 

Udaipnr-Cliitorgarh 

3' sr 

Indian State. 


* ReceiTCs land only from Government. 
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appendix b. 

Notes on tlxe relation of the Government to Railways in India. 


{Reprinted from the Report for 1914-15 and hrouglit up to date,) 

Diversity of Relations hetween the State and Railways. — One of the 
special features of tlie Indian Pailway system is the diversity of conditions that prevaUs 
in the relation of the State to the various lines in respect of ownership and control.^ Of 
-the important lines situated in British India or in which the Government of India is 
interested, five [the North Western/ Eastern Bengal, East Indian (with which has 
been amalgamated the Oudli and Pohilkhand Pailway from the 1st July 1925), Great 
Indian Peninsula and Burma Railways] arc owned and worked by the State; five (the 
Bombay, Baroda and Central India, Madras and Southern Mahratta, Assam-Bcngal, 
Bengal-Nagpur and South Indian) are owned by the State but worked on its behalf 
by companies enjoying a guarantee of interest from the Government; two important 
lines (the Bengal and North-'Western, and PohBkund and Xiimnon) and many of less 
importance are tlie property of private companies, some being worked by the owning 
companies and some by the State or by the companies that work State-owned systems; 
several minor lines are the property of District Boards or enjoy a guarantee of interest 
granted by such Boards. 

The diversity of conditions is in certain respects less important than might at first 
appear for the following reasons: — 

The Government of India exercises under the Indian Railways Act, 1890, in res- 
pect of all railways in British India (and also, by virtue of arrangements 
with Indian States, in respect of certain railways passing through such 
States), certain general powers. Thus a railway may not bo opened imtil 
a Government Inspector has certified that it has been constructed so as to 
comply with requirements laid down by the Government and can be used 
for the public carriage of passengers without danger to them. The Gov- 
ernment of India can also, in the interest of the safety of passengers, 
require a railway to he closed, or tlie use of particular rolling-stock to he 
discontimied, or may prescribe conditions for the \ise of the railway or the 
rolling-stock. They can appoint a Railway Commission to investigate 
complaints on certain matters such as the withholding of reasonable traffic 
facilities or the grant of tindue preference. 


In addition, the Government of India (or in some cases Local Governments) 
exercise under the provisions of contracts detailed control over the manage- 
ment of all Railways in British India greatly exceeding that which is 
secured by the Indian Railways Act. They also have a certain financial 
interest in all companies in British India, and a preponderating interest 
in most of the Railways which are of the first importance. 


History of Relations of tlie Government and Companies.— The main 
'Causes which have led to the present diversity of conditions in regard to the ngenc}^ by 
wbicb railways are managed, and the relations of tlie Government with the various 
classes of companies now in existence, are summarised in the following paragraphs: — 

The first proposals for the construction of railways in India ivere submitted in 1844 
to tlie East India Company in England by Mr. R. M. Stephenson, afterwards Chief 
Engineer of the East Indian Railways, and others; they included the construction of 
lines by railway companies to he incorporated for the purpose, and the guarantee by the 
East India Company of a specified return. A contract for the construction by the East 
Indian Railway Company of an experimeutal line of 100 miles from GalcutW towards 
Mirzapore or Rajmehal at an estimated cost of 1,000,000/. was made in 1849, and a 
return of 6 per cent, was guaranteed by the East India Company- on the Capital; and 
a similar contract was made in the same year with the Great Indian Peninsula Railway 
Company for a line from Bombay to Ealyan at an estimated cost of 500,0001. But the 
policy of entrusting generally the construction of Indian railways to guaranteed com- 
panies was not adopted until 1854 on the recommendation of LoVd Dalhousie, who, in 
a minute, dated 20th April 1853, explained his reasons for preferring the agency of 
companies, under the supervision and control of the Government, to the construction 
of lines on behalf of the Government by its own officers. He held that the State 
Engineer officers would make railways as well, and possiblj* as cheaply, and ns expedi- 
tiously as companies; hut that the withdrawal from other duties of the large number 


♦Includes the Delhi, Umhalla. Kalkn and Sonthorn Punjab Railwnvs which were mirchacied 
hy the Secretary of State on SIst '^[arch 192G and Ist January 1930 Te'^pectively. 
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K)f officers req[uired would be detrimental to tbe public interest, tliat tlie conduct of com- 
mercial undertakings did not fall within the proper functions of any Government and 
least of all within the functions of the Government of India, since the dependence of the 
population on the Government was, in India, one of the greatest drawbacks to the advance 
of the country, and that the country would therefore benefit by the introduction of 
English energy and English capital for railway purposes, with the possibility that such 
energy and capital would in due coxirse be encouraged to assist in the development of 
India in other directions. 

Old Guaranteed Railways. — ^The policy supported by Lord^ Dalhousie was 
.adopted, between 1854 and ISGO contracts for the construction of Railways in India 
were made by the East India Company, or (after 1858) by the Secretary of State for India 
with the East Indian, Great Indian Peninsula, Madras, Bombay, Baroda and Central 
India, Sind (afterwards, the Sind, Punjab and Delhi), Eastern Bengal, Great 
Southern of India (aftenvards, when amalgamated with the Carnatic Railway Company 
— see below — the South Indian) and Calcutta and South-Eastern Railway Companies. 
Under these contracts the railway companies undertook to construct and manage specified 
lines, while the East India Company (or the Secretary of State for India) agreed to 
provide land and guaranteed interest on the capital, the rate fixed being in various 
cases 5, 4^ and 4-1 per cent, according to tlie market rates prevailing when the various 
contracts were made. Half of any suri^lus profits earned was to be used towards re- 
paying to tbe Government any sums by which it had been called upon to supplement 
the net earnings of any previous period in order to make good the guarantee of interest; 
and the remainder was to belong to the shareholders. In practically all matters of im- 
portance except the choice of staff, the companies were placed by tbe contracts under 
the supervision and control of the Government which had power to decide on the standard 
tind details of construction ; the rolling-stock to be provided, the number, time and speed 
of train; the rates and fares to be charged; the expenditure to be incurred; the stand- 
ard of maintenance; and the form of accounts. Tlie railways were to be held by the 
companies on leases terminating at the end of 99 years, and on such termination the fair 
value of their rolling-stock, plant and machinery was to bo paid to them. But provision 
was also made to enable the Government to purchase the lines after 25 or 50 years on 
terms calculated to be the equivalent of the companies interest therein and also to enable 
tbe companies to surrender tbeir lines to the Government and to receive in return their 
-capital at par. 

Eai'ly Attempts to Secure Funds for Railway Construction without 
a Guarantee. — An attempt to secure the construction of railways in India, on terms 
more favourable to tbe Government than those of the contracts with the original 
guaranteed companies, was first made in 1802, when a subsidy, hut not a guarantee, was 
granted to the Indian Branch Railway Company which proposed to make feeders to 
the trunk lines in Northern India, and did actually make one such line. Similar 
assistance was granted later to the Indian Tramwa}’' Company, whicli made a short 
line in Madras. In 1804, the terms granted to the two companies mentioned were 
taken as a standard for general adoption with a view to the encouragement of similar 
companies. The chief provisions were that the Government, besides giving the necessary 
land free of costs, w*ould grant an annual sxibsidj^ for 20 years at a rate not exceeding 
£100 per mile of line with an addition in respect of largo bridges costing more than 
£10,0(j0. Tlie sc terms failed to at ti act capital, and the two unguaranteed companies 
which had begun work found themselves after a few years unable to proceed without 
further assistance from the Government. Consequently, in 1807, a contract was entered 
into with the Indian Branch Railway Company (which, soon after changed its name 
to the Oudh and Rohilkhand Railway Company ”) by which the company was 
guaranteed interest at 5 per cent, per annum on the cost of certain lines to be carried 
out by it, on conditions similar to those laid clown in tlie contracts of the period 
1854 — 1860. Similarly, the Indian Tramwa}^ Company, after having been given in 
1808 a guarantee of 3 per cent, per annum, went into liquidation in 1870, and became 
absorbed in a new company called the Carnatic Railway Compan}^ (afterwards amal- 
gamated with the Great Southern of India Railway Company to form the South Indian 
Railway Company), with which the Secrelaiy of State entered into a contract guarantee- 
ing interest on its c \pital at 5 per cent, per annum. In 1869, Sir John Lawrence summed 
up the result of the experiment of the construction of railways by unguaranteed com- 
panies as follows: — The Government of India has for several years been striviag 
to induce capitalists to undertake the construction of railways in India at their own 
risk, and on their responsibility with a minimum of Government interference. But 
the attempt has entirely failed, and it has become obvious that no capital can be 
'Obtained for such undertakings otherwise than under a guarantee of interest fully 
equal to that whicli the Government would have to pay if it borrowed directly on its 
•own account.” 

The attempt to encourage unguaranteed companies having thus been unsuccessful, 
it became necessary to decide whether the old practice of relying on guaranteed com- 
"panies, of the type that had provided capital for, and had constructed, the first railways 
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ia India, should bo continued. The Gorernment of India expressed their objections to 
this course. They doubted ■whether their power of control over such companies secured 
the greatest possible economy in construction. They also disliked the arrangements 
under which they guaranteed the interest on the capital of companies, and thus became 
responsible for loss on working while having only a comparatively remote prospect of 
profiting by the result of successful working. Two important changes were con-cquently 
made in the practice that had been followed since the beginning of railway construction 
in India : — 

1. Arraiigemcnls 'vvere mado with some of the most important of the guaranteed 

companies that, in lieu of the provision that half of any surplus profits was 
to be applied in repayment of sums advanced by the Government under the 
guaranlee of interest, half of the surplus profits for each half-^’ear should 
be the properly of tlio Government. In consideration of this modification, 
the Government relinquished, in the case of three companies, the Great 
Indian Peninsula, the Jiombay, Baroda and Central India and tlio Madras, 
its right to purchase the lines at the end of the first 25 years from the dates 
of the respective contracts. 

2. It was decided by tlie Secretary of State tliat the time liad arrived wlien in 

both raising and expending^ such additional capital as might he required 
for now lines in India, the Government should secure to itself the full 
benefit of its own credit and of the cheaper methods which it was expected 
that it would be able to use. Accordingly, for several A^ears after 18G9, 
the capital expend ituro on railways was chiefly incurred direct by the 
State and no fresh contracts with guaranteed companies were mado except 
for small cxlcnsiouB. Among the liiu^s constructed or begun by State 
agcncj' and from State capital between JSG9 and 1880 were the Indus 
Valley, Punjab Kortlicrn, Jiajputnna-Malwa, Northern Bengal, Bangoon 
and Irrawad}" Valley and Tirhoot. 

Progress in the Construction of Railways. — By the end of 1879, in about 
25 years from the introduction of railways in India, 0,128 miles of rail wo v had been 
constructed by companies which had expended, approximately, £97,872,000 (these figures 
include the Calcutta aud South-Eastern and Nalhati Hallways wlu<dv were eousirueted 
by companies but were purchased by the Govoniment in I8G8 and 1872, respectively). 
By the same date 2,175 miles of railway had been constructed b}* the Government at 
n cost of £23,G95,22G. 

Inti'odnction of Modified Guarantee Terms. — In ISSO, tlic necessity for 
great and rapid extension of the railway system was urged by the Pnmino Commissioners, 
appointed after the great famine of 1878, wlio esliinntcd that at least, 5,000 miles 
were still necessary lor the protection of the country from famine. It was held by 
the Government of the time that a limit was necessarr* on tlio capital borrowed anniialh’; 
and it was clear that the limit fixed was not high enougli to allow of siicli progress 
in railway construction as was desirable. With refcronco to this difficultv the Pamiue 
Commissioner remarJeed : that there would be manifest advantages in giving free 

scope to the extension of railway's by private enterprise if it wore possible; and, though 
the original form of guarantee has been condemned, it may not be impossible to find some 
substitute which shall he free from its defects, and may secure the investment of capital 
in these undertakings without involving the Government in financial or other liabilities 
of an objectionable nature.” 

Action in the direction suggested by the Commission was taken b}' the formation of 
three companies without a guarantee (the Bengal Central in 1881 and the Benr^al and 
Korth-Westorn and Bohilkund and Kuinaon in 1882), and throe now gnaiaiiteed com- 
panies (Southern Mahratta in 1882, the Indian Midland in 1885, and the Bengal-Kao'- 
pur in 1887). Tlie Bengal and Xorth-Weslorn and the Bolnlkuml and Ivumaon llaihvny 
Companies are referred to more fully, in a later paragraph. Tlie Bengal Central Bail- 
way Company’s operations wore not successful at the outset, and a revised contract %ras 
entered into with the company, with efiect from the 1st July 1885, under which the 
Secretary of State guaranteed interest at per cent, on tlie company’s capital the 
balance of net earnings remaining after payment of interest on advances bv the Secre- 
tary of State and debenture capital (but not the share capital) being divided between 
the Secretary of State nnd the company in the proportions of three-quarters to the former 
and one-quarter to the latter. The new contract gave the Secretary of State the ri^^-ht 
to take possession of the line on the 30tli June 1905, or subsoqncntiy at intervals of^ 10 
years, on repaying the company’s capital at par. The rate of interest guaranteed to the 
Southern Mahratta Railway Company was also 31- per cent, ; in this case the balance of 
net earnings remaining after payment of interest" on *ndrancos by the Secretarv of State 
(hut not on share or debenture capital) was divisible in the same way as in the en'^e of 
the Bengal Central Bailway Company. The guarantee to the Indian Midland and 
Bengal-lS^agpur Railway Companies was 4 per cent.; and the Secretary of State was 
entitled to three-quarters of the surplus profits in excess of all interest charges. The 
lines constructed by the three companies last mentioned were declared to bo the properly 
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of the Secretary of State, who had the right to determine the contracts at the end of 
approximately 25 years after their respective dates, or at subsequent intervals of 10 years, 
on repaying at par the capital provided by the companies. 

The Assam Bengal Bailway Company was formed on similar lines in 1892, except 
that any surplus profits were to be divided between the Secretary of State and the com- 
pany in proportion to the capital provided by each. The rate of guarantee in this case 
was 3^ per cent, for the first six years and thereafter 3 per cent. 

The terms of guarantee given to the companies formed since 1880 have thus been 
much more favourable to the Government than in the case of those formed before 1869. 

Termination of Contracts of the Old Guaranteed Companies. — In 
dealing with the guaranteed companies formed before 1869 and with those formed in 1881 
and subsequently, it has been the practice (except in the cases mentioned above, when the 
purchase of some of the old guaranteed lines was postponed in order to secure to the 
Government a share in surplus profits) to use in some way or other at the earliest possible 
date the right reserved by the Government of terminating the contracts of the various 
companies. The method of maldng use of this right has differed in difierent cases. The 
Eastern Bengal, tlie Oudh and Bohilkhand, the Sind-Punjab and Delhi and the Southern 
Punjab lines were purchased and transferred to State management, the last two now 
forming part of the North Western Eailway. Similarly, the Bengal Central line was 
purchased and made part of the Eastern Bengal Bail way. The Madras and the Indian 
Midland lines were acquired but left, after acquisition, \mder the management of com- 
panies working other lines with which it was advantageous to amalgamate them. In 
the cases of South Indian, Bombay, Baroda and Central India, Southern Mahratta, and 
Bengal-Nagpur, the course adopted has been to arrange for the continuance of manage- 
ment by tlie original company (or b}" a new company closely related to the old one), 
but to secure more favourable financial conditions for the State by one or more of the 
following methods; — reduction of the amount of capital retained by the companies in 
the undertaldngs, reduction of the rate of interest guaranteed by the State on such 
capital and modification in favour of the Government of the clauses relating to the 
division of surplus profits. This method was adopted also in regard to the East Indian 
and the Great Indian Peninsula Bailwnys, but the contracts under which they were 
being worked having terminated on the 31st December 1924 and the 30th June 1925 
respectively, the management of these lines has been taken over by the State from those 
dates. Similarh' the management of the Buima Bailways was taken over by the State 
on the termination of the continct with the Burma Bailways Company on the 31st 
December 1928. 

Arrangements between tbe Government and Companies at present. 
— The relations between the Government and the guaranteed companies now working 
railways may be summarised as follows ; — 

The lines that they work are the property of the State. 

The greater part of the capital is the property of the Government, either through 
having been originally supplied by it or through the acquisition by the 
Government of the greater part of the companies^ interest on the termin- 
ation of old contracts. 

When funds are required for further capital expenditure, the Government has the 
option either of providing them or of calling on the company to provide 
them. Both the Government and tlie company usually receive interest at a 
fixed rate on their capital and surplus profits are divided between the Gov- 
ernment and the company in the various proportions provided for h}" the 
contracts. The company’s share is in most cases only a small proportion of 
the total amount. 

All the contracts are terminable at the option of the Secretaiy of State, at 
specified dates; and on termination the company’s capital is repayable at 
par. 

The administrative control exercised by the Government over the companies is as 
follows : — 

The company is bound to keep the line in good repair, in good working condition, 
and fully supplied with i*olling-stock, plant, and machineiy; to keep tlie 
rolling-stock in good repair and in good working condition; and to main- 
tain a sufficient staff for the purposes of the line; — all to the satisfaction 
of the Secretaiy of State. 

The Secretary of State may require the company to carry out any alteration or 
improvement in the line, or in the working that he may think necessary 
for the safety of the public or for the effectual working of the line. 

The Secretary of State may require the company to enter into agreements, on 
reasonable terms and conditions, with the administrations of adjoining rail- 
ways for the exercise of running powers, for the supply to one another of 
surplus rolling-stock, for the interchange of traffic and rolling-stock and 
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APPENDIX C. 

Tile Organisation for Grovernment control. 

Tile initial policy of tlie Government of India for tlie construction and working 
of railways was tlie establisliment of guaranteed railwaj* companies of English domi- 
cile. Control over the operations of these companies was at first secured through the 
appointment of a Consulting Engineer of Guaranteed Railways. Some years later 
local Consulting Engineers were appointed for the exercise of control over guaranteed 
railways and over State-owned railways in the construction of which the State bad been 
financially interested and which had been leased to companies for working. These 
officers combined tbe duties of supervision and control on behalf of the Government of 
India and of an Inspector under the Government of India Railway Act. The Govern- 
ment of India were not dircctlj^ concerned with the ownership of railways until 1868 
when the Calcutta and South Eastern Railwaj^' was surrendered to the Indian Govern- 
ment under the terms of tbe contract between the Secretar}-^ of State and tbe Company. 

Owing to tbe Government of India having in 18G9 definitely adopted tbe policy 
of direct construction and ownership of railways, u period of rapid development of rail- 
way construction ensued and it became necessary to relieve the Public Works Depart- 
ment Secretariat of the Government of India in some measure of the detailed control 
of railways. According^ in 18T4 a State Railway Directorate was established and the 
greater portion of the State Railway establishment and business connected with State 
Railway Administration w^as transferred to tbe control of tbe Director of State Rail- 
ways, an officer who functioned on much the same lines as the head of a department 
under the Government of India. The Consulting Engineer to the Government of 
India for State Railways was at the same time associated with him hut all important 
matters had still to be referred to tbe Public Works Department, A special Deputy 
Secretary in the Railway Branch of the Secretariat of the Public Works Department 
was also appointed to conduct tbe correspondence between tbe Government of India and 
these officers. 

Early in 1877 a further change was made in the organisation responsible for tbe 
administration and control of State Railways and in the place of one Director of 
State Railways three Directors of territorial systems and one Director of State Rail- 
ways Stores were appointed. These territorial divisions comprised the following 
systems ; — 

Central ......... 1,179 miles, 

Western 927 miles, 

and North Eastern ....... 830 miles. 

This division of the administration on a territorial basis proved unsatisfactoiy 
in practice as it resulted in the issue of conflicting orders as far as the management of 
open lines wa*s concerned although no difficulty was experienced in the supervision 
of new construction. 

As the number of lines under construction had decreased and in order to remedy 
the defect just mentioned, it was decided in 1880 to abolish the Directors ot the 
Central and Western Systems and to transfer the work allotted to them to the Con- 
sulting Engineers of the neighbouring guaranteed railways. The abolition of these 
two appointments resulted in an increase in the administrative work of the Secretariat 
and it was found necessary to raise the status of the Deputy Secretaiy to whom the 
poweis previously exercised b}"' tbe Directors had been entrusted, to that of Director 
General of Railways. 

In tbe revised organisation tbe Consulting Engineer to tbe Government of India 
for State Railways was associated with the Director General of Railways and assisted 
the latter primarily in an advisory capacity in matters of civil engineering while the 
Director of Stores similarly acted in matters concerning stores and rolling-stock and 
at the same time was an adviser in matters affecting establishment. The Director 
of Traffic was appointed at the same time as an adviser on traffic problems and the 
accounts work of the department was placed under the Accountant General, Public 
Works Department. 

Government control and supervision of the Guaranteed Railways continued to be 
exercised by tbe Local Consulting Engineers to Government. There were five such 
officers at the time with headquarters at Bombay, Madras, Calcutta, Lahore and 
Lucknow. The Consulting Engineers at Madras and Bombay worked direct^ under 
the Government of these Presidencies, while those at Calcutta, Lahore and Lucknow 
were under the immediate orders^ of the Government of India. Under this arrange- 
ment practically all powers affecting the finances and day to day management of the 
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xaiiways 'vvere vested eitker in tke Consulting Engineers or in tke Government, botk 
for tlie guaranteed railway companies and later on for State Iiailwa3’^s wkick had been 
leased for working to railway companies. 

The following is a list of the administrative appointments that existed in 1881 : — 

1. Member of the Governor Generars Council, Public Works Department. 

2. Secretary, Public Works Department. 

3. Deputy^ Secretary, Railway Branch. 

4. Under Secretary^, Railway Branch. 

5. Consulting Engineer of Stale Railways. 

0. Director General of Raihvays. 

T. Director of Construction. 

8. Accountant General, Public Works Department. 

9. Director of State Railways, Stores. 

10. Three Assistants to the Director General of Railways. 

11. Consulting Engineers for Guaranteed Railways at Calcutta, Lahore and 

Lucknow. 

12. Deputy Consulting Engineers for Guaranteed lines, Calcutta, Lahore and 

Lucknow. 

Madras and Boinl/aj/. 

13. Joint Secretary, Railway Branch and Consulting Engineer for Railways. 

14. Deputy Secretary', Public Works Department. 

Pv 71 Jab, 

15. Secretary, Public Works Dopartiuent. 

By this time also Local Governments and Administrations hud been induced to 
take a practical interest in the management of railways and in a few cases short exten- 
sions had been constructed from funds the interest of which Local Governments had 
accepted responsibility to pay. Such lines were controlled by the Local Governments 
concerned under the general supervision of tlie Government of India. 

After 1881 further alterations of a more or less detailed character were made in 
the administrative organisation and by^ 1890 ike following ekanges kad taken place. 
Instead of a Deputy Secretaiy and Under Secretary, Railway Branch, there wore then 
only an Under Secretary^ and an Assistant Secretary, Railways, in the General Branch. 
Tke posts of Director of State Railways, Stores, and Director of Construction had dis- 
appeared and in their place there was an Under Secretary, who was an cs^^ofRcio Deputy 
Director General of Railways. The post of Accountant General, Railways, had also 
been abolished and the Accountant General, Public Works Department, was once more 
made responsible for this work. 

Eurther changes were made in 1897. In that y’car the post of Director General 
of Railways was abolished and the post of a Secretary to the Government of India 
in the Public Works Department was created in its place. The otlicr administrative 
and secretariat appointments at the lieadquarters of the Government of India at the 
time were : — 

(1) Director of Railway Construction, and Deputy Secretary and cx-offido Director 

of Stores. 

(2) Director of Railway Traffic, and Deputy Secretary and c.T-of[icio Director of 

Railway Statistics. 

(3) Two Under Secretaries. 

(4) Two Assistant Secretaries. 

(5) One Mechanical Assistant. 

The post of Consulting Engineer for State Railways was also abolished and his 
duties transferred to the two Directors. The supervision of the accounts work of the 
Department, however, still remained^ under the Accountant General, Public Works 
Department, who was also an ex-officio Deputy Secretary” to the Government of India. 

In October 1901, Sir Tliomas Robertson, C.Y.O., was appointed by His Majesty's 
Secretarv of State for India in Council as Special Commissioner for Indian Railways to 
enquire into .and report on the administration and working of Indian Railways.*^ In 
his report, which became available in 1903, Sir Thomas recommended that the adminis- 
tration of the railways in India should be entrusted to a small Board consisting of 
a President or Chief Commissioner who should have a thorough practical knowledge 
of railway working, and should be a member of the Yicerov's Council for railway 
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matters, and two other Commissi oners who should be men of high railway standing 
and should have a similar training to that of the President. He recommended that 
the Board should, in addition to the necessary office establishment, be provided with — 

(1) A Secretary who should have received a suitable training in the practical 

working of railways, and who should be ex-officio a Secretary to the 
Government of India. 

(2) A Chief Inspector of Railways, to advise on ail technical, engineering and 

mechanical questions. 

(3) A suitable number of Government Inspectors. 

Sir Thomas Robertson's recommendations were carefully considered by the Governor 
General in Council and the Secretary of State, and early in 1905 it was decided 
that the Railway Branch of the Public Works Department of the Government of India 
should be abolished and that the control of the railway systems in India should be 
transferred to a Railway Board consisting of three persons, a Chairman and two 
Members. The^ Chairman of the Board was vested with the general control of all 
questions committed to the Railway Board with power to act on his own responsibility 
subject to confirmation by the Board. The Railway Board were authorised to delegate 
to the Chairman or a member the power of settling questions which might arise on 
any tour of inspection, such decision to be recorded subsequently as an act of the Rail- 
way Board. The Board was made subordinate and directly responsible to the Govern- 
ment of India in the Department of Commerce and Industiy. 

The Railway Board assumed office in March 1905 and were provided with the 
following establishment : — 

1. Secretary. 

2. Examiner of Accounts. 

3. Under Secretary, Construction, 

4. Under Secretary, Traffic. 

5. Registrar. 

6. Director of Railway Construction. 

Certain changes were, however, made in the following year and the establishment 
then consisted of;— 

1 Secretary. 

3 Assistant Secretaries; one each for Establishment, Construction and Traffic. 

1 Registrar. 

1 Director of Railway Construction. 

1 Railway Accounts Officer. 

Sir Thomas Robertson had further suggested in his detailed recommendations 
that extended powers, both administrative and financial, should he delegated to Boards 
of Directors of Companies, that the appointments of Consulting Engineers should be 
abolished and that the work which they performed under the Railways Act should 
be entrusted to a body of Government Inspectors to be appointed for the purpose. 
These recommendations were given effect to in a modified form in 1908. 

Within a short time after the constitution of the Railway Board, it was found 
that work was being hampered by having the Commerce and Industry Department 
between the Railway Board and the Governor General in Council and in October 1908 
on the recommendations of the Railway Finance Committee presided over by Sir James 
Mackay (now Lord Inchcape), the following changes were introduced: — 

(1) The appointment of the Chairman of the Railway Board was changed into 

that of President of the Bailway Board and enhanced powers were rested 
in the President. 

(2) The Board with its staff became collectively the Railway Department distinct 

from and independent of the Department of Commerce and Industry, 
though remaining under the administrative charge of the Hon'ble 
Member, Commerce and Industry Department, as the Railway Member. 

(3) The President of the Board was given direct access to the Yiceroy as if he 

were a Secretary to the Government of India. 

At the same time in consequence of the amalgamation of the Public Works Depart- 
ment Accounts and Civil Audit Establishments under the control of the Finance 
Member of the Government of India the appointment of Accoiintant General, Public 
Works Department, was abolished and the appointment of Accountant General, Rail- 
ways, was revived. 
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In 1909 tlxe post of Director of llailway Construction ^vas abolished and the 
appointment of Chief Engineer with the Hailwa^" Board for the pxu’pose of advising the 
Itailway Board on technical matters connected with Civil Engineering was created. 

In January 1914, it was decided that the importance of financial and commercial 
considerations in connection with the control of Indian railway policy justified a 
modification of the rule that the President and Members of tlie Bailway Board should 
all be men of large experience in the actual working of railways. It was then decided 
that 'in future one member who eq^uall}^ with the others might be appointed President 
should be selected for commercial and financial experience and a member ivith the 
necessary qualifications was appointed. 

This arrangement was, however, altered in 1920 when it was decided that all 
the three members of the Board should possess railway experience. To assist the 
Board however, in the consideration of financial questions, the post of Financial Ad- 
viser to Eaihvay Board was created. 

Owing to the expansion of railways in India and the increased work thrown on 
the Board a second Assistant Secretary, Engineering, was appointed in 1914, and in 
J9JG the duties of the Construction Branch were divided between one branch dealing 
with Projects under an Assistant Secretary" and a second branch dealing with AVay 
and Works which was sometimes under a separate officer and at other times under the 
Secretary or Chief Engineer. In 1922 the charge of the Way and AYorks branch was 
divided between the Assistant Secretary in charge of Projects and the Assistant Secretary 
in charge of Stores. 

In Isovember 1922, the Board^s establishment was strengthened by the appoint- 
ment of a Chief Mechanical Engineer. This appointment was created to enable the 
Board to have at headquarters a reliable adviser on matters connected with mechanical 
engineering. 

During J921 a Committee presided over by Sir AYilliam Acworth visited India and 
one of the questions refered to was the evolution of a satisfactorj" authority for the 
administration of the varied functions which the Bailway Board had to perform as: — 

(а) the directly controlling authority" of the Ciree State-worked systems aggre- 

gating 9,028 miles, 

(б) representative of the predominant owning partner in systems aggregating 

22,949 miles. 

(c) the guarantor of many of the smaller companies, 

(d) ihe statutoiy authority over all railwaj^s in India. 

The Acworth Committee recommended in their report: — 

(1) that a new Department of Communications responsible for railways, ports 

and inland navigation, road transport and posts and telegraphs under a 
Member of Council in charge of Communications should he created. 

(2) that under the Member of Council for Communications there should be a 

technical stafi consisting on the railway side of a Chief Commissioner and 
four Commissioners and that of the four one should he in charge of finance 
and the organisation and stair of the office and the other three Commis- 
sioners should be in charge of three respective divisions, Western, Eastern 
and Southern, 

(3) that the technical stafi attached to the Commission should be strengthened 

specially on the traffic side. 


The Government of India, though they did not accept the first recommendation of 
the Acworth Committee, agreed to the re-organisation of the Bailway Board being under- 
taken on the principles underlying the report of the Acworth Committee. The appoint- 
ment of a Chief Commi.ssioner was accordingly sanctioned in November 1922, and in 
accordance with the recommendations of the Acworth Committee he is solety responsible, 
under the Government of India, for arriving ’at decisions on technical questions and 
advising the Government of India on matters of Bailway policy; lie is not liable to be 
over-ruled, as the President was, by his colleagues in the Bailwa}^ Board. 

The first duty of the Chief Commissioner was to work out detailed proposals for 
the re-organisation of the Bailway Board and as a first step he made recommendations 
to the Government of India for the immediate appointment of a Einancial Commis- 
sioner. This recommendation was strongly endorsed by the Indian Betrencliment 
Committee and the appointment of the Financial Commissioner was made in April 1923 
with the sanction of the Secretaiy of State. The further proposals of the Chief Com- 
missioner for the re-organisation of the Bailway Board were accepted by tbe Govern- 
ment of India and the Secretary of State and were introduced from the 1st April 19^4 
It ^ns decided, lioTveyer for reasons connected Tvitli tlie present statutory position''of 
the Eailyay Board, and to avoid confusion ivith the provisions for a Eailway Commis 
Sion under Chapter T of the Railways Act. to retain tlie name “ Bailvav Board ” 
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for the headquarters orgauisation of the Railway Degartmeut instead of Railway 
Commission as recommended by the Ac worth Committee. 

The Railway Board as then reconstituted consisted of the Chict Commissioner as 
President, the Pinancial Commissioner and two Members, the Chief Commissioner being 
Secretary to the Government of India in the Railway Department. The proposal of 
the Ac worth Committee that the Indian Railways should be suh-divided into three 
territorial divisions with a Commissioner in charge of each was not accepted, and the 
work of the Members of tlie Board was divided on the basis of subjects and not on a 
territorial basis. One Member dealt with technical subjects and the other with general 
administration, personnel and traffic subjects, the financial Commissioner represent- 
ing the Finance Jlepailmeni on the Board and dealing with all financial questions. 

The re-organisation carried out in 1924 had for one of its principal objects the 
relief of the Chief Commissioner a)id the Members from all but important work so as to 
enable them to devote their attention to larger questions of railway policy and to 
enable them to keep in touch with Local Govermuents, railway administrations and 
public bodies by touring to a greater extent tlian thej" liad been able to do in the past. 
This object was effected by placing a responsible Director at the head of each of the 
main branches of the Board’s work, namely Civil Engineering, Mechanical Engineering, 
Traffic and Establishment. The former Chief Engineer and the Chief Mechanical 
Engineer who had been employed mainly in consultative work, became Directors and 
together with the Directors of Traffic and Establishment have been made responsible 
for the direct disposal of the work of their branches under the general orders of the 
Railway Board. 

The posts of Joint Secretary and 4 Assistant Secretaries were replaced by G Deputy 
Directors working under the Directors and in charge of branches dealing with Estab- 
lishment, TTorks, Projects, Stores, Statistics and Traffic. One Assistant Director was 
also added to supervise the Technical Branch and the Drawing Office. The disposal 
of the general work of the Railway Board was provided for by the continuance of tbe 
post of Secretary in whose name all letters and orders of the Board are issued. The 
position of the Board as a Department of Government of India has been inaintained 
and it works under the Member for Commerce and Railways. As already stated the 
Chief Commissioner is the Secretary" to the Government of India in the Railway Depart- 
ment and orders issued by the Board over the signature of the Secretary are orders of 
the Government of India. 

Experience of the working of this organisation during 1924-25 and the decision 
agreed to by the Legislative Assembly in September 1924 to separate railway finances 
from the general finances of the country made it necessary to appoint a Deputy Directoi 
and an Assistant Director of Finance. An Assistant Director of Statistics was also 
added during that year. Later a Director of Finance tvas added to the establishment 
occupying, as regards disposal of work, the same position as the Directors referred to 
above. 

Further experience of the reduction of work resulting from the large delegation 
of powers and responsibility to the Agents of State-managed Railways and the Board 
of Directors of Companj’-managed railways enabled a* re-arrangement of work to be 
made during 1925-26 accompanied by a reduction in the staff. TJndcr this re-arrange- 
ment the posts of 3 Deputy Directors, an Assistant Director and the Assistant Secretary 
were held in abeyance. The personnel work was transferred from the Director of 
Establishment to the Secretary and a temporary post of Deputy Secretary was created. 
Further a separate technical office was established to take charge of the technical work 
of the engineering branches. The Technical Officer also acted as ccr-ofjicio Secretary 
to the permanent Standardisation Committees which were appointed to deal progressively 
with all questions of standards of equipment. 

This arrangement was found, however, to be inadequate. In addition to the general 
increase in work in the Railway Board’s Office consequent on the taking over of the 
East Indian, Great Indian Peninsula and Burma Railways under State control labour 
problems had assumed such importance and were so rapidly increasing in number and 
complexity that it was not possible to deal with them effectively without the appoint- 
ment of additional staff. Accordingly it was decided to create an additional post of 
Member of the Railway Board to deal with staff and labour questions; leaving the 
Member in charge of Traffic, who had hitherto been dealing with establishment matters, 
to devote his whole time to questions relating to the Transportation and Commercial 
aspects of Railway work. 

It was also decided to revive the post of Deputy Director, Establishment, so as to 
free the Director of Establishment from this work, and thus enable him to give his 
time to the study of problems of railway labour. Of the two posts of Deputy Directors 
of Traffic and Statistics one was held in abeyance from 1925 and the two "posts have 
since been amalgamated. 

In October 1930 the compilation of statistical information which' used previouslr io 
be done in the Board’s office was entrusted to the Controller of Railway Accounts, and 
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witu the transfer of this work, the post of Assistant Director of Satieties was also trans- 
ferred from the Hailway Board’s office to that of the Controller of Hallway Accounts. 

In 1931-32, in view of the decline in traffic earnings and in the niimber and magni- 
tude of Engineering works owing to financial stringency, the possibility of making tem- 
porary reductions in the organisation of the Board was explored and as a result of this 
examination and with the approval of the Secretary of State for India the following 
superior posts have been held in abeyance wuth effect from the dates noted below ; — 

Member, Traffic — 29th March 1932. 

Member, Engineering — 5th May 1932. 

Director, Civil Engineering — 4th December 1931. 

Director, Mechanical Engineering — 1st April 1932. 

Deputy Secretary — Ist March 1932, 

Assistant Director of Finance — 31st July 1931. 

It was also decided, for so long as the post of Member Traffic, was held in abeyance, 
to create an additional temporary post of Deputy Director, Traffic, with effect from the 
1st April 1932. 

The re-organisation was complete in May 1932, and then the superior staff in the 
office of the Kail way Board consisted of the Chief Commissioner, the Financial Commis- 
sioner, 1 Member, 3 Directors, 6 Deputy Directors and 1 Secretary. 

Sbortl^^ after tbis, however, it was recognised that unless the work was to be 
seriously dela3'ed, it would be impossible for the Chief Commissioner who had taken 
over the duties of the Member Engineering, after that post had been held in abeyance, 
to devote the time that was necessaiy for the disposal of Civil Engineering business 
in the Kailway Board’s office and it was accordingly decided to revive the post of 
Director of Civil Engineering, which was being held in abeyance since December 1931, 
with effect from November 1932, from which date the post of Deputy Director, Civil 
Engineering is being held in abeyance. It was also decided in October 1932 to convert 
the post of Chief Superintendent to that of Assistant Secretary. 

The existing superior staff in the Kail way Board’s office consists of the Chief 
Commissioner, the Financial Commissioner, 1 Member, 4 Directors, 5 Deputy Directors, 
1 Secretary and 1 Assistant Secretary. 

For the conduct of the work connected with the production of standard designs and 
specifications for all classes of materials, plant and rolling stock in use on Indian Kail- 
ways, a Central Standards Office for Kailways was formed in January 1930 for a period 
of 5 yeiirs as an experimental measure. On the formation of the above office the post of 
Technical Officer with the Knilway Board was abolished. 
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APPENDIX D. 

Eesoliition I'egarding the separation of railway’ from Q-eneral 
Finances, adopted by the Legislative Assembly on the 20th 
September 1924. 

This Assembly recomraeads to the Governor General in Conncil that in order to 
relieve the general budget from the violent fluctuations caused by the incorporation 
therein of the railway estimates and to enable railways to carry out a continuous railway 
policy based on the necessit}' of making a definite return to general revenues on the 
money expended by the State on Railways. 

(1) The railway finances shall be separated from the general finances of the 

country and the general revenues shall receive a definite annual contri- 
bution from railways which shall be the first charge on the net receipts of 
railwa3''s. 

(2) The contribution shall be based on the capital at charge and working results 

of commercial lines, and shall be a sum equal to one per cent, on the 
capital at charge of commercial lines (excluding capital contributed by 
companies and Indian States) at the end of the penultimate financial year 
'plits one-fifth of any surplus profits remaining atter payment of this fixed 
return, subject to the condition that, it in any year railway revenues 
are insufficient to provide the percentage of one per cent, on the capital 
at charge surplus profits in the next or subsequent years will not be deemed 
to have accrued for purposes of division until such deficiency has been 
made good. 

The interest on the capital at charge of, and the loss in working, strategic 
lines shall be borne bj" general revenues and shall consequently be deducted 
from the contribution so calculated in order to arrive at the net amount 
payable from railway to general revenues each year. 

(3) Any sxxrplus remaining after this payment to general revenues shall be trans- 

lerred to a railway reserve; provided that if the amount available for 
transfer to the raiiwaj" reserve exceeds in vnij year three crores of rupees 
only two-thirds of the excess over three crores shall be transferred to the 
railway reserve and the remaining one-third shall accrue to general 
revenues, 

(4) The railway reserve shall be used to secure the payment of the annual contri- 

bution to general revenues; to provide, if necessary, for arrears of depre- 
ciation and for writing down and writing ofl: capital; and to strengthen 
the financial position of railways in order that the services rendered to the 
public ma}" be improved and rates may be reduced, 

(5) The railway administration shall be entitled, subject to such conditions as 

may be prescribed bj" the Government of India, to borrow temporarily from 
the capital or from the reserves for the piu’pose of meeting expenditure lor 
which there is no provision or insufficient provision in the revenue budget 
subject to the obligation to make repayment of such borrowings out of the 
revenue budgets of subsequent years. 

((i) A Standing Pinance Committee for Railways shall be constituted consisting 

^ of one nominated official member of the Legislative Assembly who should 
be chairman and eleven members elected by the Legislative Assembl}' from 
their body. The members of the Standing Finance Committee for Rail- 
ways shall be ex-officio members of the Central Advisory Council, which 
shall consist, in addition, of not more than one further nominated official 
member, six non-official members selected from a panel of eight selected by 
the Council of State from their hody and six non-official members selected 
from a panel of eight elected b^’ the Legislative Assembly from their body. 

The Railway' Department shall place the estimate of railwa 3 ' expenditure 
before the Standing Finance Committee for Railways on some date prior to 
the date for the discussion of the demand for grants for railwa 3 's and shall, 
as far as possible, instead of the expenditure programme revenue show the 
expenditure under a depreciation fund created as per the new rules for 
charge to capital and revenue. 

(T) The railway budget shall be presented to the Legislative Assembly if possible 
in advance of the general budget and separate days shall be allotted for its 
discussion, and the Member in charge of Railways shall then make a general 
statement on railway accounts and working. The expenditure proposed in 
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tlie railway budget, including expenditure from tbe depreciation fund and 
the railway reserve, shall be placed before the Legislative Assembly in 
the form of demands for grants. The form the budget shall take after 
separation, the detail it shall give and the number ot demands tor grants 
into w’hich the total vote shall be divided shall be considered by the 
Railway Hoard in consultation with the proposed Standing finance Com- 
mittee for Railways with a view to the introduction of improvements in 
time for the next budget, if possible. 

(8) These arrangements shall be subjected to periodic revision but shall be provi- 

sionally tried for at least three years. 

(9) In view of the fact that the Assembly adheres to the resolution passed 

in February 1923, in favoui’ of State management of Indian Railways, 
these arrangements shall hold good only so long as the East Indian 
Railway and the Great Indian Peninsula Railway and existing State- 
managed railways remain under State management. But if in spite 
of the Assembly’s resolution above referred to Government should enter 
on any negotiations for the transfer of any of the above railways to 
Company management such negotiations shall not be concluded until 
facilities have been given for a discussion of the whole matter in the 
Assembly. If any contract for the transfer of any of the above railway 
to Company management is concluded against the advice of the Assembly, 
the Assembly will be at liberty to terminate the arrangements in this 
Resolution. 

Apart from the above convention ihis Assembly further recommends — 

(i) that the railway services should be rapidly Indianised, and further that 
Indians should be appointed as Members of the Railway Board as early as 
possible, and 

(ii) that the purchases of stores for the State Railways should be undertaken 
through the organisation of the Stores Purchase Department of the Govern- 
ment of India.” 
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APPENDIX E. 

Government of India, Railway Department, Resolution No. 

dated the {19th February 1925, on the subject of the financing of 
branch lines of Railways. 

Tlie Goveruor General in Council, witli tlie sanction of His Alajesty’s Secretary 
of State for India, is pleased to issue tlie follovring orders on tlie subject of financing 
of Brandi Lines, in supersession of all previous orders on the subject, 

1. Brandi and Feeder Lines are constructed under an agreement by v*liicb the 
State guarantees a minimum return on the capital, or alternative!}’, undertakes that 
the line shall receive, out of the earnings of tlie main line from traffic contributed by 
the branch, such a sum, known as a rebate, as will make \ip the total earnings of the 
branch to a given sum, while the branch in each case shares with the main line any 
profits exceeding the guaranteed minimum. 

2. This metliod of encouraging the construction of lines originated 30 years ago 
simply because the Government of India was unable to furnish the necessary capital. 

3. The Acworth Committee pointed out that this method, while enabling lines to 
be built which, would othenvise not liave been built, has no other merit. The financial 
terms usual before the war are now quite inadequate and if the system is to continue 
they will have to be revised. All the witnesses before the Committee who asked for a 
revision of. the terms admitted that, if the main line were in a position to build a 
given branch itself, they would prefer that it should be done by the main line rather 
than that it should he 'done as a separate undertaking. 

4. Amongst the disadvantages pointed out by tlie Committee are the following: — 

(i) The Branch Line Company is usually a fifth wheel to the coach. It implies 

in some cases a separate construction staff; it ahvays implies a sepaiate 
Board of Directors, and separate accounts. 

(ii) Where the branch is worked by the main line, if its Directors feel that 

the mauag^inout is unsatisfactory, they not only make representations to 
the main line administration, hut in the last resort can appeal to the 
Railway Board which does not make for liarmony. 

(iii) Capital raised by a small private undertaking, even with a Government 

guarantee, will cost more than money raised by the State. 

(iv) Inconceivable confusion results from the multiplication of independent 

Railway Companies — each company, small or great, desires to reserve 
for itself a separate sphere of influence; and jealously demands that, if 
any new-comer intrudes into that sphere, he shall pay toll to the original 
concessionaire. This only complicates a situation which ouglit to be con- 
sidered solely from the point of view of the public interest. New proposals 
for the extension or connection of lines by small independent companies 
are cither refused owing to protests by tlic old company or only permitted 
on a basis of elaborate accounting between the new company and the old 
for the profits which liyiiotlielically would have belonged to the old line 
had the new line not been opened. 

6* The only arguments urged in favour of the Branch Line Companies were: — 

(i) That money had been raised which the Government of India was unable 
to furnish. 

(ii) That a claim was made that tlie Branch Line Company obtained from local 

sources money that would never he subscribed to a Government loan. 

(iii) That there may be cases of a Branch Line of smaller gauge worked indcfen- 

dcntly, Avhich tlie Branch Line Company can operate more economically than 
a main line. 

G. Tlie Acworth Committee, tlierefore, so far from approving of this system con- 
sidered that the aim of the Government should be to reduce by amalgamation the 
number of existing companies and that it should only be in cases where ilie State 
cannot or will not provide adequate funds that private enterprise in the direction should 
be encouraged. 

7. The disadvantages pointed out by the Acworth Committee required to be even 
further amplified. The existing Branch Line Companies have ceased for some time to 
laise additional capital for capital requirements. They have either obtained overdrafts 
from various Banks for this purpose at heavy rates of interest or issued debentures at 
special rates of interest (usually about 7 per cent.) or in several cases asked for money Id 

V 
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be advanced to ibem by tbe Railway Board. So far, therefore, from reducing the amount 
that the Government of India have to raise in the open market, they are at present 
increasing that amount. 

S. Another serious disadvantage which is not mentioned by the Acworth Com- 
mittee is that the main line usually works the Reeder or Branch Line for a remuneration 
wliich, in most eases, is limited to a maximum of a fixed percentage of tlie gross 
earnings of the Branch Line (usually 40 per cent, or 50 per cent.) — ^terms of remunera- 
tion which at present are grossly inadequate. The result of this arrangement is that 
many of the main lines whose working expenses are from 60 to 80 per cent, of the 
gross earnings are saddled with heavy expenditure which ouglit to have been debited 
to Branch Line Companies. Where the Branch Line Companies are successful 
that is, where the shares stand at a high figure, their profits are inflated owing to 
their working expenses being thus artificial!}^ reduced. Again, where in the case of 
less ** prosperous ” Branch Line Companies, the Government has to make a direct 
subsidy in order to make up the guaranteed interest on the capital, the amount paid 
by wav of subsidy does not reveal the true loss of the Government in connection with 
the Branch Line "Company. To this subsidy should be added also the additional loss 
incurred from the main line working the Branch Line at less than the actual cost. 
Even this, however, does not give a complete statement of the loss sustained by Govern- 
ment in connection with these Companies. These Companies have been supplied with 
laud fi’ee of charge and the cost of such land is not taken into account either in the 
Capital or the Revenue Accounts of the Companies concerned. 

9. The only real argument in favour of these Companies is that they must be 
utilised in cases where the Government itself is unable or declines to raise the necessary 
amount of capital for new constructions. It is doubtful whether such a position is 
likely to recur in the future. It is admitted that to \ise the agency of these Companies 
is a "far more expensive method of raising money for the construction of railways than 
■direct Government loans can ever be. The amount of assistance given by Branch 
Line Companies in the past has been trivial ; the total amount of capital raised through 
the agency of Branch Line Companies has only been about Rs. 10| crores — an amount 
which in itself is less than the lapse that occurred last year in the provision for capital 
expenditure in the Railway Budget. 

10. The difficulties and complications now experienced in connection with these 
Branch Line Companies are out of all proportion to the insignificant financial facilities 
■offered by the Companies. The Government of India have therefore decided that 
the Branch line policy should be abandoned and that an endeavour should he made 
to reduce the number of the existing Branch Line Companies. If on any occasion the 
■Government of India should be unable to find funds for construction (which is not 
the case at present), and should it he considered advisable to tap fresh sources for 
subscription to railway loans by offering terms different from those given to the 
ordinary Government loans, that is, by offering not only a fixed rate of interest, but 
n share in the profits of a particular Branch Line, there appears to be no particiJar 
advantage of using a financial half-way house specially to float a loan on such terms; 
there appears to be no reason why the Government should not float the loan direct. 
But it will probably be foiind sufficient to raise short term debentures at a high rate 
of interest — ^to be liquidated wlien the loan market is favourable — a procedure adopted 
now by the Branch Line Companies, but at a higher rate of interest than would be 
necessary for the Government. 

11. There remains the case of the District Board Railways for which some of the 
capital or the security for the capital is secured by a special cess levied by the District 
Board throughout the district. 

The Acworth Committee pointed out that where a District Board was the promoter ‘ 
of a new Branch Line, considerations other than purely commercial came into play 
with the result of further complications and confusion. In a footnote to the report 
they referred to the views expressed by the Madras Government who had drawn 
attention to a case in which, although no short-circuiting was involved, there had been 
a delay of over 10 years in arriving at a decision in regard to tbe terms for workino- 
a District^ Board Railway by the South Indian Railway Company. The amount of 
capital raised by District Boards for such lines has been only Rs. 137 lakhs while the 
amount raised by Company lines subsidised by District Boards amounts to Rs. 2-1 
crores. These amounts are insignificant as compared with the total capital raised 
by the Government and it is clear that the relief afforded to the Government of India 
in raising the loans is quite disproportionate to the great complications which have 
resulted in the working of the railway administration. Loans raised direct hv the 
District Boards do not relieve the market of the Government of India: the monev is 
ultimately borrowed from the Government of India. 


12. The legal position regarding the poivers of District and Local Boards in the 

Tsl"'" t'-Y nianagement depends in part on the Indian Ea hvavs 

Act, 18 JO, which in the absence of express exclusion of its application, extend to aU 
District Board railways and, in part on the nature of the provision made in thrmatler 
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in tlie District or Local Boards Act of the province concerned. It is onh' in the 
Madras Presidency that the qiiestion has assumed prominence and it will suffice to 
indicate briefly the naiuie of the provisions contained in the Madras Local Boards 
Act, 1020. Action under seed ion 113 of that Act can only he taken with the previous 
sanction of the Government of India Having obtained such sanction, a District 
Board mar either itself con si met and maintain a railway within, or partly within, 
the local area under the control of the Board, or niaj" subscribe to any debenture loan 
raised by the Government of India or by any other local authority or by any com- 
pany for the construction or maintenance of any railway which the Board considers 
likely to be of benefit to the district, or may guarantee the papnent from the district 
fiind of such sums as it sliall think fit as interest on capital expended on any such rail- 
way (that is, whether the railway is constructed by the Government of India or by any 
otlier local authority or b}- a Company). 

Section 236 of the same Act provides that the accumulations of a local railway cess 
may be utilised for all or any of the purposes specified in section 113, including the 
guaranteeing of pajmient of interest on capital spent on a railway’. 

A District Board in Madras, therefore, can guarantee the payment from the district 
fund of the money sufficient to make up juiniinum interest on capital expended on 
a railway within its area whether such railwaj" is constructed by the Government of 
India or by a Company, tlie only disadvantage attaching to this particular form of 
guarantee being that the Act does not make the payment of the guaranteed interest a 
first clmrge on llie District Board Fund. 

13. The Government of India could not reasonably use their powers under the 
Indian Pail ways Act, 1890. or under, section 113 of the Madras Local Boards 

Act. 1920, to prevent a District Board or a local bodj' from constructing a light rail- 
way or a tramway which had no physical connection with any existing main line and 
which that local body propos3d to 'work itself or through a local company. But as 
things stand at present there is no reason for continuing the practice under which 
District Boards arc allowed to make money out of Branch Lines connected with a 
main lino when they themselves cannot inake any arrangements for the working of 
the lines and require to have them nm by the main lines. 

14-. These District Board railways must not be confused with the light and feeder 
railways which constitute a provincial subject under the Devolution Pules, The pro- 
vincial subject in question comprises light and feeder railways and extra-municipal 
tramways in so far aa provision for their construction and management is made by 
provincial legislation ’L That is to say, it comprises only individual light or feeder 
rail wavs or extra -municipal tramways for the construction and management of which 
specific provision has been made by an Act of the local legislature of the province 
concerned. Hitherto, no *^uo]j Ingislalion has been enacted with the resiilt that the 
entry in question in the provincial schedule, ns also the qualifying words to entiy 5 fn)^’ 
in fli 3 renfrnl schedule, liave no operation, and all existing railways of every description 
are included in the central subject defined in the last-named entry. It should also 
be observed that the provincial sxibject in question is “ sxtbjeet to legislation by the 
Indian Legislature in the case of any such railway or tramway which is in physical 
connection with a main line or is built on the same gauge as an adjacent Hue ’k the 
effect being that a provincial bill designed to provide for the construction of a light 
or feeder railway or extra-municipal tramway in physical couneetion with a main line 
or built on the same gauge as an adjacent main line wOTild require the previous sanction 
of the Governor General under elanse (f) of sxib-section (3) of section 80-A of the 
Government of India Act ; and it may be presumed that few occasions are likelv to 
arise in which provision will he ?nade ]>y local legislation for the construction of a light 
or feeder railway not answering one or other of these descriptions. 

15. The proposal set forth in tins Pesolution is not designed to evade the 
legitimate operation of the legal position described, in the case of District Board rail- 
ways, in paragraph 12 and in the ease of provincial light and feeder railwavs, in 
paragraph 14; hut it follows from the proposal that Local Governments and District 
or Local Boards should not, in the absence of special circumstances, be encouraged 
to build branch or feeder lines. In other words, the normal procedure will be the 
construction bv the Government of India, or at its cost, by a Company, of a branch 
line which a District Board or Local Government desires to have constructed and is 
prepared to guarantee. But. should the railway programme not permit the construc- 
Hon of such a lino within a reasonable time, the possibility* of permitting a District 
Board or Local Government to construct it from its own funds would require 
consideration. 

Unrern^weraiivc Uncs. 

10. Tlie above proposals relate to the procedure adopted in the past and the 
procedure which it is proposed to adopt in the future foiY the financing of the con- 

^ * ** Itail\rays and extra-Tnnnicipal tranuvays, in so far ns they arc not classified ns provincial 
enbjerts under entry G (d) of Part TI of this Schedule. 

p 2 
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Btructiou of brancli or feeder lines expected to piove remunerative from tUe point of 
vieir of I’aihraj earnings onlv. But tlieie are cases ^liere llie Lociil Governments or local 
aiitliorities may desire that" a line should he constructed which will not be remunera- 
tive on railway earnings and the construction of which is desired by them for purely 
local reasons on account of the administrative advantages it is lihely io confer or for 
the development of a particular area. It is proposed that in future the Railway' Board 
in such circumstances should have power to arrange for the construction of the line 
ironi railway funds if the Local Government or the local authority guarantees the 
Railway Boaid against loss. The guarantee would be to the effect that the local 
authoritjr would make up the difference between the net earnings and the interest and 
other charges payable. As it is not desirable that the Osntral Government should make 
any profit out of such contributions by local authorities; it is also proposed that where 
contributions have been made by a local authority for this purpose the repayment of 
such contributions should be a first charge on any net profits subsequently realised from 
the line, should the line prove remunerative. 


17. The Central Government must, however, retain the power to decide whether 
a line is to be built or not; the proposals in the preceding paragraph must not be 
taken to imply that a Local Government by giving a guarantee can lequir? the Rail- 
way Board to construct a line. Proposals of a Local Government might ru 2 i counter 
to the general rtiilway policy or might take the form of short-circuiting railway traffic 
and so lead to a reduction of receipts from existing lines. 

18. These proposals have been cii’culated to Local Governments and have been 

generally Welcomed by them as affording a suitable method of reconciling central and 
local interests and of providing for local bodies and Local Governments a method of 
securing tJie construction of railways which may be required for purely local reasons, 
ru 1 while not Lkely to prove remunerative on purely railway earnings, are 

ikely to provide such indirect benefits to Local Governments and local bodies as will 

more than repay the amounts paid under the guarantee. Several such arrangements 
have already been made with Local Governments. ^ 
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9*01. Onml Tot'ilinclmUngstilf on loin from 7- 103 19ft 

tlio Imlian Attillfc nnd Account** Service (De- 
partment), 
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REPORT BY THE RAILWAY BOARR ON INDIAN RAILWAYS FOR 1933-34, 



(c) >ncIoIn(llam aid PomFclIcd 10-4 IM 7-3 ■7*0 2’8 2 8 1*2 2*3 0*3 8*7 0-1 7*3 11*1 

Kuropcana. 

(^7) ^Ikhs 1*5 1*1 1*0 •1*0 0*0 1*2 .» .. 1*7 1*5 1*0 


































































































^ * ii,-.sr>Nioit 8UBoiiDi:?>,rrE3, V 

II*- Siaicmertf of Subordinates, draxoing Rs, 260 'per mensem and over or on scales of paxj rising toRs, 260 per mensem and over employed on Class I Railways, Raihvay Board and 
other Railway OJfio’.s {excluding IL 11, the Nizam's State and Jodhpur Railways) on SJst March 1934 as compared with 31si March 1933. 


SENIOR SUBORDINATES EMPLOYED ON CLASS i RAILWAYS. 
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NUMBER OF APPOINTMENTS CREATED AND VACANCIES FILLED UP. 
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APPENDIX Gr. 


■Statement showing the number of appointments created, and vacancies which occurred among officers of Gazetted rank 
. on State Railways and of corresponding rank on Companies’ Railways {Class I) excluding E. E. H. the Nizam’s 
State and J odhpur Railways, and hoio they were filled during 1933-34.^ ' 
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Assam Bengal Railtvay, 
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(a) A* a result of a number of posts bcln? abolished during the years 1931-32 and 1932-33 there was an excess of ofllccrs In certain Department? 
^nd consequently some of the* vacancies to be filled during the year Tsere taken na set off against the excess, In rcspoct of columns C and 7. 
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APPENDIX a—contd. 


Statement shoiomg the number of appointments created and vacancies which occurred among officers of Gazetted rani 
on State Eailwags and of corresponding rank on Companies' Railways (Class 1) excluding E. E. U. the Nizam'l 
State and J odhpur Raihvays, and how they were filled during 1933-3d~contd. 
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APPENDIX a—concld.- \ ^ ' 

Statement showing the 7iW7iher of appointments created and vacancies which occurred among officers of Gazetted ranh 
on Stale Railways and of corresponding ranh on Companies^ Railways {Glas§ 1) deluding E, E. E, the Eizam^s 
State and Jodhpur Railways^ and hoiv they were filled during 
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^ J APPENDIX H. 

Officers of tlie^ail^ray Department (Railway Board) and attaclied 
^offices, on 31st March 1934:. 

The Hon’ble Sir JOSEPH BHORE, K.C.S.I., K.C.I.E., C.B.E., I.C.S., 

Member of Council of the Governor General. 

Railway Board. r — , 


The Hon’ble Sir Guthiie Russell, Kt. 
Mr. V. R. Ran; 

Mr. C. Colvin, 0.11?E. 


) 
4 


V 


Mr. A. F. Harvey, P.C.^. . 

Mr. T. S. Sankara B.A., B.E. 

Mr, N. D. Calder . . 

Rai Bahadur Mathra Das 

Mr. L. D. Kirkness, D.wS.O., O.B.E., 

Y.D 

Xhau Bahadur Barkai Ali 
Mr. E. DhSouza . 

Mr. K. M. Hassan 
Khan Sahib Z. H. Khan . 


Mr.\T. G. Creigliton 

■»» 

M^/E. C. llundlett . 

'-Mr. H. ^Y.p:'p. Smith . 


Cliief Comniissionor vof RailTr«ay(5. 
Piuancial Couiiuissioner of Railways, 
^lomber. | 




r 

{ 


Dirertor, Civil Engineoiing. 

Diieclor, Einanro. 

Director, Tniftic {Of/f},), 

Diierlor, Establishment (0//^,), 

Sonetan' (0/fg,). 

Dopukv Diicdor, Einnnce. 

Deputy Director, Traflic (Commercial). 
Deputy Diioctor> Establishment, 

Doputv Diiector, Traffic (Transportation) 

{Offg.y ^ 

Deputy JJyrcctov, ^Mechanical Engineering 

^^sifataut Secretary {on leave). 

Assistant Secretary {Offg,), 


Attached Officer. 


Mr. H. C. B. Jollye, B.A., I.E.S.C * \ Timber Advisory* Officer. 




Attached Offices! 

. - 

^ Office of the Supervisbr of Railway Labour. 

MajofTS. W. Vagsiahr, M.C., R.E. . .Supor^isor of Raihvay Labotm 

" ( 

^/Gentr^l Standards Office for Ilailways, 

Mr. J. 3l7^^^YrenchV'C.E.E. ‘ 

Mr. E, Ingoldbyv.^ . ‘ 

Mr. L. H. S\Ttiin . . 


Ml. T. T. Lambe . 
Mr. J. Y. S. Edwards 


Chief Controller of Standardisation. 

Deput}’ Chief Conti oiler of Standardisa- 
tion. 

Assistant Chief Controller of St-andardisa* 
tion. 

Chief Mechanical Draftsman. 

Chief Shuotural Draftsman. 


Office of the Controller of Railway Accounts. 


Mr. L. S. Deane . 

Mr. C. Y. S. Rao, M.A. . 

Mr. K. K. Sen, M.A. . 

Mr. K. Dbaid TJllah, B.A. . 

"X/ 'i 


Controller of Railway Accounts. 

Deputy Controller of Railway Accounts. 
Assistant Controller of Railway Accounts. 
Assistant Accounts Officer. 




.MGn>C—h—X-3l(PD)— 28.12.34— 1, ICO. 




